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HOCH “HOCHS” HIMSELF 

In an address at a recent meeting of the Trans-Missouri- 
Kansas Shippers’ Advisory Board, Congressman Homer 
Hoch undertook to justify the celebrated Hoch-Smith reso- 
lution, of which, with Senator Smith, of South Carolina, he 
is joint author. Lack of time, he said, prevented his going 
into the matter at length. We wish he had had more time. The 
accepted means of permitting a calf to hang itself is to give 
it more rope. Mr. Hoch did not have rope enough to com- 
plete the job, but he succeeded in strangling himself a little 


’ with what he had. This is what he said: 


Chairman Reed has referred to my connection with a certain 
resolution which happens to bear my name, and I only wish I had 
opportunity to discuss at some length the discussions which led up 
to the adoption of this resolution. There was a time when I was 
quite generally regarded by some railroad people and others as a 
wild radical from the west, without any concern for the carriers. I 
think if I had the time I could demonstrate to you that the resolu- 
tion was a very constructive one. The commission on agricultural 
inquiry, in one of its present recommendations, was for the survey; 
the U. S. Chamber of Commerce, which certainly cannot be regarded 
as a radical organization, recommended precisely this sort of a sur- 
vey. After a year or two of study by leading railroad experts of 
America, President Coolidge, who certainly is no wild radical, had 
recommended to the Congress a survey. 

I have not time to discuss that resolution and perhaps this 
would not be the occasion for it, but, anyhow, I think the Commis- 
sion is making some substantial progress and I am happy to have 
the testimonials of some of our railroad men now as to the beneficial 
effects that resolution is bringing about. 

The need for this more general survey was accentuated in the 
west by the ewe depression under which we were going, 
and by these flat horizontal increases which were put on immedi- 
ately following federal control. Certainly there was no case that I 

ave ever heard where those flat horizontal increases constituted a 
Scientific way to increase revenue. Flat horizontal increases in 
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freight rates may, for a time, be satisfactory to the railroads by 
increasing their income to necessary proportions but they are by no 
means the logical and scientific solution of this, their greatest prob- 
lem. It was used as a means of an expediency to meet an acute 
situation ‘but it was not a scientific method of reissue of freight 
rates, for obviously a 25, 30, or 40 per cent increase in freight rates, 
upon a manufactured article where the freight rate is comparatively 
a small price of the article is not so serious but a 25 per cent in- 
crease upon a bushel of wheat where the rate is a large part of the 
price is a very serious thing. 


The resolution was never offered as any panacea for the 
farmers’ ills; it was offered as a general survey for an acute situa- 
tion which had arisen all over the country and to the relief of 
which I am sure every railroad man in this country is as willing to 
contribute his part as anyone. 


Mr. Hoch flatters himself that he is no longer consid- 
ered a wild radical from the west with no concern for the 
carriers. The resolution about which he is talking does more 
than anything else he has ever done to give him that char- 
acter. However much he may talk about its being in the 
interest of scientific adjustment of the freight rate structure, 
most people understand that it was chiefly a political gesture 
at a time when the demagogues, in Congress and out of it, 
were seeking to kiss the farmer, or make him think they 
wanted to kiss him. We should like to hear Mr. Hoch’s 
demonstration that his resolution was constructive. Prac- 
tically everybody whose opinion is worth anything has con- 
demned it since it was adopted and even those who have, 
for reasons that seem good to them, refrained from con- 
demning it have not been doing any cheering for it. He is 
not entirely fair when he says the Agricultural Commission 
was for the kind of survey ordered by his resolution. The 
same stricture applies to what he says of the recommenda- 
tions of the Chamber of Commerce of the United States and 
President Coolidge—and we should like to see a list of the 
“leading railroad experts of America” whose study resulted 
in the President’s recommendation. Also we should like to 
have a list of the railroad men whose testimonials as to the 
beneficial results of his resolution Mr. Hoch has. 


As to whether the Commission is making substantial 
progress under the resolution, that is a question. It has 
been conducting hearings over the country in a number of 
investigations. started in accordance with the Hoch-Smith 
instructions. It will be conducting such hearings for a long 
time. The expense of them is great, both direct and indirect. 
The annoyance and discomfort of them is greater and, per- 
haps, the business uncertainty caused by them is the greatest 
of all. It is a question whether anything definite will come 
of the investigation and, if so, whether conditions will be any 
better than they were before. Certainly they will not if the 
investigations are conducted for the purpose of and result in 
lowering rates on agricultural commodities at the expense of 
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other commodities for no other reason than that the Hoch- 
Smith resolution says it should be done. 


THE ST. LAWRENCE WATERWAY 
Aside from all other considerations for or against the 


proposed St. Lawrence Canal, we have taken the position 
that it has not been justified from the traffic point of view— 
that is, that there has not been an adequate showing that 
enough traffic would use it to justify its building. Individ- 
uals and organizations have gone on endorsing it, however, 
apparently taking for granted that, if there were a waterway 
of this sort to be used, it would be used, and accepting at 
face value, without investigation, the claims of the canal 
propagandists, while these propagandists have waived aside 
our point as emanating from an enemy who did not desire to 
see the facts. 

It might be of interest to those who have been disposed to 
accept the view of the propagandists, but who yet are open 
to conviction, to read a pamphlet on the St. Lawrence Ship 
Canal by George Clinton, Sr., chairman of the executive 
committee of the New York State Waterways Association. 
Lest it be concluded, off hand, that Mr. Clinton’s opposition 
to the St. Lawrence Canal is due to advocacy of the proposed 
All-American route, we hasten to explain that he opposes 
both plans and even says that, if one is to be chosen, it 
should be the St. Lawrence route. 


He opposes the plan on various grounds and makes an 
exceedingly strong showing, with sound logic and an array 
of facts that cannot be lightly dismissed. Whatever his 
motives and however wrong he may be, he certainly shows 
that he knows what he is talking about. Speaking of the 
traffic need or demand for the canal, he says: 


The question now arises as to whether the traffic on the canal, 
if constructed, would warrant such a tremendous expenditure. 


Neither Mr. Hoover nor the engineers ventured to give any 
estimates as to what amount of Great Lakes and ocean traffic would 
pass over the proposed ship canal. In other words, all their recom- 
mendations, direct and indirect, favorable to the undertaking of the 
work, are really based upon estimates of cost and upon feasibility, 
and the element most important of all, prospective traffic, is left 
out, because neither Mr. Hoover nor the engineers have been able 
to discover any assurance that would permit stating what commerce 
would be likely to avail itself of the new channels. Both reports 
of the federal authorities state what traffic is available, that is, what 
traffic might possibly utilize a Great Lakes-Ocean Ship Canal. Mr. 
Titus, the head of the Transportation Division, Bureau of Foreign 
and Domestic Commerce, a branch of Mr. Hoover’s department, 
emphasizes in an article gotten out by him what I have said. His 
language is: “No attempt has been made to hazard an opinion as 
to the amount of tonnage which might possibly move via any of the 


waterways. The estimates of available traffic are based upon the » 


average movement of commodities from 1921 to 1924.” No busi- 
ness organization would indulge in a large expenditure of capital 
upon an undertaking where the returns were entirely problematical, 
as in the case I am considering, and why the United States should 
undertake the tremendous expenditure involved without some assur- 
ance that traffic would pass over the canal to be constructed in 
sufficient quantities to make a saving on freights that would warrant 
the expenditure for construction and maintenance is a question 
which cannot be answered rationally; no private corporation would 
conduct its business on such a basis. Before the scheme should be 
approved, it should be made to appear clearly that the advantages 
would warrant the imposing upon the taxpayers of the tremendous 
burdens needed for the work and for maintenance and operation. 


We find why Mr. Hoover and others backing the St. Lawrence 
scheme urge the construction of the canal without any assurance of 
sufficient traffic to warrant it, in the fact that the scheme is‘really 
one for the creation of a tremendous water power. This is apparent 
from the figures given by the engineers showing a development of 
two million horsepower and the stress laid upon the generation of 
electricity from so great a power, by Mr. Hoover. Undoubtedly 

Ose interested in water power are backing the scheme. I would 
call attention here to the fact that Mr. Hoover seems to disregard 
the constitution of the United States and to be willing, under the 
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guise of exercising the federal authority over navigation, to encroach 
upon the rights of the state of New York by creating a plant for 
the development of great electric power to remain under the con- 
trol of the government of the United States. This is only in 
accordance with the past and continuing encroachments upon the 
sovereign power of the states, of which we have had so many 
illustrations in the acts of Congress and in recommendations of 
different administrations, and particularly in the federal water 
power act. If such insidious attacks on state control of its own 
affairs by the exercise of the powers reserved to them is continued, 
there will eventually be no state in the Union which will have more 
than a shred left of its sovereignty, and the reserved powers of the 
states will become a thing of the past in spite of the Constitution 
and the decisions of the Supreme Court of the United States. 

As will be seen from the above, Mr. Clinton finds in the 
desire for the development of water power the real motive 
of those behind the project. We have not gone so far as to 
say it is the real motive, or the only or principal motive, but 
we Have said and we think that it is the motive in the minds 
of many of those who are responsible for the propaganda 
that is flooding the country. We have said also that, while 
the government hopes to profit from the sale of the water 
power that would be developed, those who speak for it make 
no such plans for the sale of transportation rights. That 
part of the cost of the canal that would be allocated to trans- 
portation would be given to those who could profit by it, and 
paid, through taxation, by all the people of the country, 
those who were harmed as well as those who were benefited. 

Mr. Clinton makes an interesting point in this connec- 
tion, however. It is that there is considerable doubt as to 
whether the national government would control the water 
power developed by building the canal merely because it had 
developed it. He points out that there is considerable legal 
support for the theory that the water power rights would be 
owned by the state of New York. At least, there is no 
Supreme Court decision, he says, that can be cited to the 
contrary. 

Mr. Clinton also gives some interesting figures as to the 
cost of the proposed canal that make the estimates of the 
propagandists look like bargain prices and some data as to 
the practicability and likelihood of ocean vessels using the 
route after it was opened. 

We are not contending that what he says is all true and 
what the propagandists say is all wrong. We do not know. 
But we do know that, to a fair-minded person who will go 
into the subject thoughtfully and carefully, it is by no means 
clear that the St. Lawrence Canal propaganda is justified 
and that the motives of all those who are responsible for it 
are above question. We counsel consideration instead of 
credulous acceptance of everything that is said by the propa- 
gandists and those who thoughtlessly endorse what is told to 
them. . 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 

The Pittsburgh, Ohio No. 8, and Cambridge district rates 
part of the Lake Cargo Coal Rates, 1925, case has been cleared 
up. Tariffs in accordance with the Commission’s orders, giving 
those districts a reduction of 20 cents a ton, were placed on the 
files of the Commission on July 11, enabling the carriers to 
comply with the requirement that they give 30 days’ notice of 
the reduction which becomes operative August 10. That phase 
of the case, so far as now possible to see, is wholly out of . 
the way. 

However, the Fairmont and Hocking phases of the case are 
as much in the air as they were when the decision was handed 
down. The carriers which may file applications therefor, may 
make reductions in the rates from those districts so as to comply 
with the views of the Commission thereon, on fifteen days’ 
notice. Carriers having to do with those phases are uncertain 






























































































































SE re serra erat eae ee ang AE Fe As me Pe 


SPE ee ea ce IAT RS cet 










116 THE TRAFFIC WORLD 


as to what they should do. They would like to comply with the 
views of the Commission. They would also like to avoid trouble 
with mine operators in the more southern fields. 

Inasmuch as the Commission did not issue orders in respect 
of Fairmont, Hocking, and other fields in Ohio linked with 
Hocking, whatever the carriers may propose in respect of them, 
in form, will be voluntary. Southern operators insist that, inas- 
much as the Commision found, specifically, that the rates from 
Fairmont were not unreasonable but that, nevertheless, on 
grounds of relationship with the Pittsburgh rate they should 
come down 10 cents per ton, the same should be done for the 
more southern districts. Reduction of the rates from the 
southern districts to meet a cut from Fairmont would reduce 
the spread of 20 cents per ton between Pittsburgh and the 
southern mines ordered by the Commission, to just one-half 
that sum. Those interested in having Pittsburgh receive the 
20 cent advantage point out that there was no question of 
relationship raised by the Fairmont complaint, as between 
Fairmont and the southern districts. Therefore they assert the 
southern operators and the lines serving them have no ground 
upon which to base a reduction from the southern mines. They 
insist that the relationship question has always been as between 
Pittsburgh and Fairmont and not as between Fairmont and the 
southern districts. 

Little information has come to Washington as to the precise 
issues among the railroads raised by the views of the Commis- 
sion as to Fairmont and Hocking rates, if any. There is no 
known reason why the lines north of the Ohio should hesitate to 
cut the Hocking rate, unless it be argued that inasmuch as 
the Chesapeake & Ohio controls the Hocking Valley, reduction 
from Hocking mines, by the Hocking Valley, without like reduc- 
tions by the Chesapeake & Ohio from mines on its rails, would 
result in the formation of ground for an allegation of undue 
prejudice. 

As matters stood immediately after the tariffs were filed, 
the lines serving the southern mines had not visible excuse for 
proposing to cut their rates. However, reduction from Fair- 
mont, it was admitted, would give the southern lines a talking 
point for a like cut from southern mines so as to retain the 
relationship between Fairmont and the more southern districts 
that had theretofore existed. 

Grant of additional time for the consideration of the Fair- 
mont and Hocking phases of the case was made by the Com- 
mission on July 11. That is shown by the following letter, from 
Chairman Esch to H. A. Cochran, coal traffic manager of the 
Baltimore & Ohio: 


Upon consideration of your request and similar requests by 
other carriers, the Commission today voted to authorize all interested 
carriers upon filing of sixth section applications to publish on 15 
days’ notice effective August 10, 1927, rates on lake-cargo coal from 
the Fairmont district and all districts in Ohio and Pennsylvania, other 
than the Pittsburgh, Ohio No. 8, and Cambridge districts, which 
will be in accord with the views are by the Commission in 
Lake Cargo Coal Rates, 1925, 123 I. C. C. 309, at page 365. 


Representatives of the southern district mine operators and 
the carriers serving them were in conferences in respect of the 
phase of the case that concerns them at White Sulphur Springs, 
W. Va., while the representatives of the carriers directly con- 
cerned with rates from the Pennsylvania and Ohio districts were 
consulting the Commission about more time for consideration 
of the Fairmont and Hocking phases. According to reports from 
White Sulphur Springs, the southern district operators were 
urging the carriers to do something to keep them in their pres- 
ent markets in the northwest. 


The White Sulphur conferences were in the nature of con- 
tinuances of the conferences held in Washington in June, at 
which the plan of meeting a reduction from Fairmont by an equal 
cut from the more southern mines was evolved. The Chesapeake 
& Ohio and the Norfolk & Western, as a result of those con- 
ferences, announced that they would make a 10 cent cut. The 
Norfolk & Western, since that time, has withdrawn that an- 
nouncement. Inasmuch, however, as the Fairmont rate has 
not yet been reduced and no action will be needed on it for 
fifteen days before August 10, the thought is there will be no 
definite outcome as to the rates from the southern districts 
until there has been action in regard to Fairmont. 

There has been some talk to the effect that the carriers 
serving the Hocking field would reduce that rate only 10 cents 
instead of 20 cents, as the Commission indicated, but did not 
order. - 


G. N.-N. P. UNIFICATION PLAN 
The Trafic World Washington Bureau 


Unified operation of the properties of the Great Northern, 
Northern Pacific and the Spokane, Portland & Seattle by the 
Great Northern Pacific Railway Company, which will also con- 
trol the Chicago, Burlington & Quincy system, will be clearly 
in the public interest as a first step in improving the railroad 
situation in the Northwestern rate region, according to the ap- 
plications asking the Commission to approve the unification 
plan. (See Trafilc World, July 9). 
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Outlining the situation with respect to the decreased net 
earnings of the railroads in the Northwestern rate region, the 
applicants said that, as there was no assurance of relief in the 
immediate future either through an increase in tonnage or an 
increase in rates sufficient to put the earnings of the roads in 
that region on a parity with the earnings of roads of other 
sections of the country, there was a special necessity for adopt- 
ing all methods that would tend to reduce operating costs and 
thus increase net earnings without the impairment of service. 

“The industrial and commercial rivalry between the north- 
western territory on the one hand and the middle and south- 
western transcontinental territories and the producing sections 
of the South is very keen,” applicants said. “The three sec- 
tions last mentioned are now served by highly prosperous and 
efficient railway systems which have strengthened and are still 
strengthening their respective positions by the acquisition, in 
many instances, with the approval of the Commission since the 
passage of the transportation act, of connecting and feeder lines 
and by the making with like approval of highly important and 
significant traffic and operating alliances. It is of vital impor- 
tance to the commercial development of the Northwest that it 
also be served by a system comparable in its command of traffic 
and in its financial strength with those operating in the other 
regions referred to, as otherwise it is destined to fall behind in 
the race for commercial supremacy. In this respect also the 
interest of the Northwest requires the unification of the lines 
of the Northern companies and their affiliated lines.” 

The applicants said there was effective competition with 
other lines at all the termini of the Northern companies, both 
east and west, and at all points common to the two Northern 
companies’ lines, with only a very few exceptions. They re- 
ferred to competition with the Chicago, Milwaukee & St. Paul, 
the Canadian lines, and the Union Pacific. 

“Operation of the properties of the Northern companies 
under unified control in competition with the other systems re- 
ferred to would result in the establishment of standards of 
service and of rates which would inure to the benefit of all 
points on the lines of the unified system, competitive or non- 
competitive,” said the applicants. 


There is no substantial competition between either of the 
Northern companies and the Burlington, according to the ap- 
plicants, but the lines of the Burlington and of each of the 
Northern companies are complementary and interdependent. 
These conditions will not be affected by the granting of the 
applications, except that the complementary character of the 
lines of the Northern companies and of the lines of the Bur- 
lington will be rendered even more effective in the public inter- 
est, according to the applicants. 


Argument was made in support of the contention that disas- 
sociation of the Northern companies and the Burlington would 
not be in the public interest. 

The new company will issue one share of its common cap- 
ital stock for each share of capital. stock of the Northern 
companies. 


UPPER BARGE LINE CASE 
The Trafic World Washington Bureau 


Attorneys for the railroads, particularly R. J. Hagman, who 
was speaking for the Great Northern, presented the proposal 
of the complaining barge line, in arguments on No. 19017, Inland 
Waterways Corporation, operating the Mississippi-Warrior Serv- 
ice, vs. Chicago Great Western, as an instance of unfair compe- 
tition. (See Traffic World, July 9.) Mr. Hagman pointed out 
that it was a matter of no importance to the barge line whether 
it took in more than it paid out because it could go to Congress 
to have its deficit made up, whereas the railroads had no such 
way out of difficulties of that sort. 

G. A. Gladson, for the Chicago Great. Western, speaking of 
the Chicago-Twin Cities proposal, said there was no evidence 
that what was proposed would constitute reasonable maximum 
rates, what divisions were desired, and that in No. 19131, Zion 
Institutions and Industries et al. vs. The Inland Waterways 
Corporation et al., the complainants asked for a through route 
and joint rate arrangement involving three sets of carriers. 
He said the proposal would mean a net loss for the Chicago 
Great Western. 

Mr. Hagman said that the proposition to take business away 
from the railroads for a government-subsidized service, it seemed 
to him, was wholly unconscionable. He said it was not fair. 

Assistant Attorney-General R. L. Dillman, speaking for 
South Dakota, said the railroad commissioners of that state 
could not see any benefit for the agricultural interests of that 
state in the proposition. He said the South Dakota commis- 
sioners thought that, in general, the railroad views were correct 
and that, in general, they agreed with Attorney-Examiner Howell, 
who made the proposed report in this case. 

Luther M. Walter, for the barge line, in closing the argu- 
ment, said that when the farmers of South Dakota received the 
benefit of a 15-cent export rate via New Orleans, by reason of 
the barge line, it would send an assistant attorney-general to 
Washington to agree with the barge line. 
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Current Topics 
in Washington 


Shadow Boxing in the Commission.—It has long been said, 
probably with reasonable accuracy, that, for every time the 
Commission has said yes, as to a specified proposition, an in- 
stance could be found where it has said no on the same propo- 
sition. A like allegation has been made as to most courts of 
note. However, the Commission has now an instance in which 
a commissioner has said yes and no on the same point in the 
same opinion. Commissioner Campbell is shown as the author 
of the Commission’s report, or opinion, in the Galveston differ- 
ential case. In that report the Commission, with Mr. Campbell 
as its mouthpiece, says the Texas and Pacific is an independ- 
ently operated road. In what he calls a concurrence, in part, 
Mr. Campbell says he agrees with everything he says in the 
main opinion except that the Texas and Pacific does not control 
the Missouri Pacific. The last mentioned, in the main report, 
written by Mr. Campbell, is shown as the owner of the majority 
of the Texas and Pacific stock. In ordinary language, not the 
language of the law, that means that the Missouri Pacific con- 
trols the Texas and Pacific. No one ever suspected the latter 
to control the Missouri Pacific. Sometimes it has been sug- 
gested that the tail wags the dog. It has not been thought that 
the Missouri Pacific-Texas and Pacific dog was one of that 
breed. At any rate, the facts stand that, in the main report, 
Mr. Campbell is shown as saying the Texas and Pacific is an 
independently operated road, while in the separate expression 
he is shown as not agreeing with that declaration. Photogra- 
phers, by trick exposures, can show a man giving himself an 
upper cut with his right hand and a hay-maker with his left 
at the same time. The Commission, however, can show one of 
its members saying yes to a given proposition in one part of 
a report and saying he disagrees with the yes, in another. Of 
course, no one will be misled by the fact about which Mr. Camp- 
bell is expected to receive a good bit of ragging. He wrote the 
report in the case and then his colleagues voted, it is suspected, 
to insert in it a finding about the Texas and Pacific with which 
Mr. Campbell did not agree. Then, it is further assumed, he 
noted his dissent, but no one thought the point in issue of 
importance enough to attribute the report to the Commission 
instead of to a commissioner and, in that way, leave the way 
clear for a Campbell concurrence in part or dissent in part. 
And, by the way, the question of how to label a separate ex- 
pression of views is becoming interesting. Some of the sep- 
arate views are designated in such way as to suggest the 
thought that the word “dissent” is becoming disliked. Con- 
currence is becoming better liked and more frequently used. 
The use of “concurring,” at times, provokes smiles. In a report 
made a few weeks ago, the disagreeing member said he con- 
curred in the finding that the rates were not unreasonable, but 
not in the finding that they were unduly prejudicial. Undue 
prejudice was the only real issue in the case. The finding that 
the rates were not unreasonable was of importance equal to the 
fact that Liberia declared war against Germany in the World 
War, if it did make such a declaration. However, that form 
of separate expression showed that the commissioner was not 
one who was always to be described by the word “dissenting.” 
The concurrence might have been described as a bon mot, a jeu 
desprit, or something else indicating Gallic delicacy in the use 
of language. 





_ Such a Curiosity!—Just as if the users of the bulk of alcohol 
in this country cared a hoot about the freight rates on the 
foundation chemical of concoctions that bear once more or 
less honored names, the Commission has started what might 
be regarded as a general inquiry into rates on the more or less 
ardently desired poison. It has done that by reopening No. 
17329, American Distillmg Company vs. Akron, Canton and 
Youngstown et al., and joined it for further hearing and dis- 
Position with No. 19189, Publicker Commercial Alcohol Company 
et al. vs. Baltimore and Ohio et al. The idea of getting excited 
about freight rates on alcohol, from New Orleans, from Pekin, 
from Peoria, or from Philadelphia to any points in the United 
States seems a bit far fetched. There are probably 250,000 
gentlemen in the land, not all overly fond of the police or other 
agents of the law, who would be glad to pay as much as $1 a 
Sallon or about $16 a hundred pounds on all the alcohol the 
railroads would carry for them, to almost any designation a 
first class trunk line would prefer, if the aforesaid trunk line 
os agree to deliver the goods in good order and condition. 
al might even go so far as to suggest that they would not 
15 any loss and damage claims if the freight contained 10 or 
-) Der cent water, the ordinary percentage in good alcohol be- 
‘ng hot much more than 2 per cent. A little water would be 
ans between friends, so far as they were concerned. The 
Snstitution is not much between friends, as it now stands, in 
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their eyes. The gallant 250,000, possibly, would not object to the 
Commission finding that alcohol could stand higher rates to the 
end that the purpose of the Hoch-Smith resolution might be car- 
ried out. They would not stand on the proposition that, because 
alcohol is a once or twice removed product of agriculture, it is 
entitled to lower rates, especially if they could be assured of 
regular deliveries. They would not invoke one of the rules in the 
National Demurrage Code, if the carriers would only agree to 
deliver alcohol to them. 





Farewell to the Milkman.—The day is probably still far off 
when the milkman, distributing the fluid product of the dairy, 
will be as rare as the tobacco shop Indian, but the country 
seems to be moving in that direction with considerable speed, 
as may be inferred from the fact that, on August 10, fifth 
class will become the uniform rating on powdered milk, carloads, 
throughout the country. On that day Consolidated Classification 
No. 4, which has been on the file of the Commission for a 
considerable time, becomes operative. Stephen D. Rice, for 
the Merrell-Soule and other milk interests, has been working 
on lowered ratings for a dozen years or more. The railroads, 
naturally, have not been anxious to do anything to cut down 
the volume of the whole milk, fluid, they carry. Frequently, 
against their judgment, they have been made to establish 
rates and service that competition from the condensed or 
powdered forms of milk might displace. In an economic sense, 
the question the milk collectors have had to answer was whether 
it was cheaper to ship in fluid form or in powdered or condensed 
for; whether it was cheaper to ship in coal to drive away the 
water in the milk or to ship the fluid milk. Since the time 
the fight for lower ratings on powdered milk was begun earn- 
estly, the production has grown from 38,000,000 to 80,000,000 
pounds. The milkman, peddling his goods from a can to the 
container provided by the householder, has disappeared from 
all except the smallest towns, being replaced by the man who 
has his milk in bottles. Perhaps the lowering of freight rates 
on powdered milk will tend to hasten the going of the dis- 
tributor of bottled milk, the cost of which, in recent years, 
for one reason or another, seems to have climbed heights 
unimagined by the peddler who thought he was doing well 
when he got as much as six cents for a quart of milk he had 
brought to the customer’s house and poured into the customer’s 
two quart pail. 





Eshelman and Beach May Have to Sing.—Now that the 
Baltimore and Ohio has raided Commissioner Aitchison’s staff 
and carried away Elmer L. Beach, the thought has come to 
some who know Joseph Eshelman, whom the Pennsylvania got 
from the same office, and Beach, that when they appear before 
the Commission in an argument, they might be turned over to 
Commissioner Aitchison with instructions to have Beach and 
Eshelman sing what they have to say. Eshelman is a baritone 
and Beach a tenor. They have been members of a chorus 
Commissioner Aitchison has been conducting since 1919. Both 
have done solo work. Of course, setting a tale to music fre- 
quently causes fearful and wonderful things to be done to it. 
The worst a librettist could do to some of the arguments the 
commissioners sometimes have had to admit to their ears, it 
might be suggested, could not make them worse. Some might 
even be improved. Anyhow, the two new practitioners on the 
railroad side of cases who have left Aitchison’s office within 
a year, might be heard in song, at least pro hac vice. 





Easy Money for the Government.—In the fiscal year just 
ended, the United States sold stamps, through the philatelic 
agency of the Post Office Department, of a face value of $176,- 
157.95. It received the full face value from the philatelists. 
Few of the stamps will ever be used on letters or parcel post 
packages. Therefore, the government will have that money in 
exchange for the cost of engraving and printing the stamps. 
Issuance of the Lindbergh stamp caused the agency to be 
swamped with orders, the total of which has not yet appeared 
in the reports of the agency. The receipts in the last fiscal 
year were $40,282.01 greater than in any other year. In the 
week the stamp collectors held their annual meeting in New 
York last October, the sale of the philatelic agency amounted 
to $30,000. New issues of stamps by some of the smaller gov- 
ernments are said to be larger and more frequent than necessary 
on account of the “easy money” they are able to obtain by 
reason of the demand for stamps needed to fill out the sets of 
collectors. The United States could not make operations of that 
sort pay because, when an issue of United States stamps is 
put out, there must be an edition great enough to send a supply 
of the new issue for actual use to every office. Seemingly, 
there is no such demand for the stamps of some of the smaller 
governments; hence, the issuance of lines that may never be 
put to actual use. 





Hoover Moves Toward Uniformity.—Secretary Hoover has 
responded to the demand for uniformity in the matter of auto- 
mobile traffic signs, signals and markings, parking, and so forth. 
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As chairman of the National Conference on Street and Highway 
Safety, he has invited forty-odd men, representing various 
groups interested in the subject, to serve as members of a 
committee on the subject. William E. Metzger, of Detroit, is 
chairman. A preliminary meeting has been held at Detroit. 
The object is to have uniformity, at least in the United States. 
Inasmuch as at least some of the Canadian provinces have gone 
so far as to adopt the United States rule of keeping to the right, 
which they did at great expense to themselves, the possibility 
of extending the uniformity to Canada is not remote. In fact, 
as a matter of reciprocity, if Canada has an automobile rule 
of which she is particularly fond, the United States might show 
an appreciation of what Canada did in the matter of adopting 
the keep to the right rule, by adopting the fondly cherished 
Canadian Rule. As matters now stand, every municipality is 
free to adopt its own regulations. No municipality could be 
deprived of that rlght except by the power that created the 
city; hence, the necessity for a step toward uniformity by the 
recommendation of a code that could be adopted by all mu- 
nicipalities. The American Automobile Association has done 
much to break up pests, local to various communities, but the 
thought is that uniformity can be made more nearly certain 
by having the move guided by an officer of the United States 
government than even by having the proposal fostered by a na- 
tional association of automobile owners. As matters are now, 
a hand signal that means caution in one part of the country 
may mean something entirely different in another, to the dis- 
comfiture of the hundreds of thousands of tourists and the wear 
and tear on the souls of traffic policemen.—A. E. H. 


MOVEMENT OF TRAFFIC 


Freight traffic is now being handled by the Class I railroads 
with the greatest promptness ever reported, the Bureau of Rail- 
way Economics says in a statement, continuing as follows: 


The average daily movement per car in May was 30.2 miles 
per day, the highest average for that month ever attained since the 
compilation of these reports started in 1917. 

The daily average for May was an increase of two-fifths of 
a mile above that for May last year and an increase of 2.8 miles 
above the average for May, 1925. 

For the first five months this year, the average daily. movement 
per car has been 29.9 miles, which is the highest average for any 
corresponding period on record, an increase of one mile over the 
daily average for the corresponding period last year. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
and also cars on side tracks for which no load is immediately 
available. 

The average load per car in May was 26.9 tons, an increase 
of one-tenth of a ton compared with the average for May, 1926, but 
the same as for May, 1925. 

Freight traffic handled by the Class I railroads in May amounted 
to 40,112,981,000 net ton miles, the greatest for any May on record. 

This was an increase of 279,810,000 net ton miles or seven-tenths 
of one per cent over the corresponding month of last year and an 
increase of 515,336,000 net ton miles or 1.3 per cent over May, 1923. 

In the eastern district, an increase of eight-tenths of one per 
cent in the volume of freight handled was reported compared with 
the same month last year, while the southern district reported an in- 
crease of three-tenths of one per cent. The western district showed 
an increase of seven-tenths of one per cent. 

Freight traffic for the first five months this year amounted to 
195,507,238,000 net ton miles, the greatest ever reported for that 
period in the history of the railroads. This was an increase of 
7,623,384,000 net ton miles or 4.1 per cent over the best previous 
record establishhed during the corresponding period of 1926. It also 
was an increase of 8,023,371,000 net ton miles or 4.3 per cent over 
the corresponding period in "1923. _ 

Railroads in the eastern district reported an increase of 4.9 per 
cent in the amount of freight handled by the railroads in the first 
five months compared with the corresponding period the year before, 
but the southern district reported a decrease of four-tenths of one 
per —- In the western district, an increase of 4.8 per cent was 
reported. 


USE OF AIR TRANSPORT 


The Trafic World Washington Bureau 


Officials of railroads have conferred with W. P. MacCracken, 
Jr., Assistant Secretary for Aernautics, Department of Com- 
merce, relative to supplementing their rail passenger service 
with air passenger service. Five railroads have this question 
under consideration and are studying it, according to informa- 
tion obtained directly and indirectly from railroad officials by 
Mr. MacCracken. Representatives of some of these companies 
have discussed the matter with him. He expects developments 
along these lines within a year. He did not desire to reveal 
the names of the companies. 

“The railroads sooner or later will be forced into supple- 
menting their rail service with air service,” said Mr. MacCracken. 
“It is a question as to whether they will go into the field now or 
later. If the railroads do establish air lines to supplement their 
rail service, they probably will do it in conjunction with the 
air transport companies, merely taking care of selling tickets, 
necessary business and administrative work, charging transport 
companies a fee for their work. 

“The greatest need for the fruition of great passenger air 
lines is a large administrative organization to carry on routine 
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work of selling tickets and caring for the business end of the 
enterprise. The railroad logically fulfills that mission and 
therefore is best fitted for successful establishment of great 
passenger lines through the air. 

“Recent flights have aided in proving to more skeptical 
railroad officials that air passenger service is not a mere fancy 
but highly practicable. The air mail has proved @ great suc- 
cess, and I have no doubt but that establishment of air routes 
for carrying of express within a year will be as successful, 
Definite plans for carrying of express have been laid by the 
American Railway Express Company with a large air transport 
company. Railroad officials have recently agreed to this ar- 
rangement. Air passenger service is next; marked progress of 
supplementing rail service with the air lines should be seen 
within a year.” 

The American Railway Express Company, according to Mr. 
MacCracken, has entered into a contract with the National Air 
Transport, Inc., for express service between New York and 
Chicago and Dallas. It is understood that the express company 
contemplates making similar contracts with other air companies. 

Giving an illustration of one of the advantages to be ob- 
tained from arrangements between railroads and air lines with 
respect to passenger service, Mr. MacCracken said that when 
weather conditions were unfavorable for flights over the Alle- 
ghenies, for example, the passengers who had traveled by rail 
to a given point with the intention of taking passage by air 
beyond would be met by railroad officials who would advise 
them of the situation and have arrangements made for con- 
tinuance of the trip by rail so that no delay would be involved. 
Arrangements also could be worked out for passenger service 
partly by rail and partly by air with railroad passenger officials 
in charge. Mr. McCracken believes that the railroads have an 
opportunity to get in on the ground floor with respect to develop- 
ment of air passenger service. 


REVENUE FREIGHT LOADING 


For the twelfth week this year, loading of revenue freight 
exceeded the million mark for the week ended July 2, according 
to the car service division of the Amerian Railway Association. 
The total for the week was 1,021,262 cars, which was an increase 
of 3,056 cars over the preceding week, increases being reported 
in the loading of all commodities except coal, live stock and 
coke. Compared with the corresponding week last year, the 
total for the week was a decrease of 44,379 cars, but was an 
increase of 155,063 cars over the corresponding week in 1925, 
which included a holiday. 

Revenue freight loading by districts the week ended July 
2 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 6,384 and _ 7,180; 
livestock, 2,536 and 2,393; coal, as 258 and 46,747; coke, 2,192 and 
2,687; forest products, 5,448 and | ,868; ore, 6,657 and 7,143; mer- 
chandise, L. C. L., 71,192 and O68: miscellaneous, 104,910 and 
105,847; total, 1927, 233 B77; 1926, oat 933; 1925, 204,550. 

Allegheny district: Grain and grain products, 2, 384 and 3,010; live 
stock, 2,004 and 1,988; coal, 34,846 and 43,862; coke, 4,784 and 5,322; 
forest products, 3,321 and 3533; ore, 12187 and 13,793; merchandise, 
L. C. L., 55,169 and 57,169; miscellaneous, 94,344 and 89,285; total, 
1927, 209,539; 1926, 217, 962; 1925, 180,116. 

Pocahontas district: Grain and brain products, 201 and 226; live- 
stock, 110 and 124; coal, 38,800 and 40,330; coke, 570 and 568; forest 
products, va and 1,773; ore, 110 and 94; merchandise, L. C, 
7,586 and 7,190; miscellaneous, 6,377 and 5,999; total, “{997, 56, 028? 
1926, 56,304; 1925, 42,360: 

Southern district: Grain and grain products, 3,453 and 3,650; 
live stock, 1,795 and 1,723; coal, 24,220 and 22,163; coke, 542 an nd 
748; forest products, 21, 771 and 22, 480; ore, 1,127 and 1,386; mer- 
chandise, | Pa A 39,962 and 40, 169; miscellaneous, 55, 689 and 
55,941; total, 1927, 148, 559; 1926, 148, 260; 1925, 126,663. 

Northwestern district: Grain and grain products, 8,680 and 7,595; 
live stock, 7,718 and 7,810; coal, 3,922 and 4,467; coke, 1,433 and 
1,757; forest products, 16, 177 and "16, 397; ore, 42, 542 and 46, 438; mer- 
chandise, i G Be, 088 and 34 22775 miscellaneous, 44,757 and "45, 432; 
total, 1927, 160,317; 1926 164,123; 1925, 129,630. 

Central Western district: Grain "and grain products, 15,834 and 
21,230; live stock, 9,653 and 9,399; coal, 6,053 and 10,498; coke, 310 
and 323; = products, 11, 019 and 10, 879; ore, 3,132 and 3,537 ; mer- 
chandise, i. -C, 34,751 and 36,014; miscellaneous, 61,684 and 60,592; 
total, 1937, 142, 436: 1926, 152,472; 1925, 118,8 

Southwestern district: ' Grain and rae. products, 6,697 and 
7,923; live stock, 2,444 and oo coal, 2,901 and 4,318; coke, 165 
and 211; Aa eng products, 7,635 and 9,766; ore, 442 and 513; merchan- 
dise, L. L., 16,831 and 17, 021; miscellaneous, 33,694 and 35, 942; total, 
1927, 70, $09: 1926, 78,587; 1935, 64, 041. 

Total, all roads: Grain and grain products, 44,133 and 50,814; 
live stock, 26,260 and 26,330; coal, 145,000 and 172, 385; coke, 9,996 
and 11, 616; forest products, 67, 642 and 70, 696; ore, 66, 197 and 72,904; 
merchandise, L. C. 260,579 and 261,858; miscellaneous, 401,455 and 
399,038; total, 1927, Lider 262; 1926, 1,065, 641; 1925, 866,199. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 
Five weeks in January............... 4,524,749 4,428,256 4,456,949 
Four weeks in February.............. 3,823,931 3,677,332 3,623,047 
Four weeks in March................. 4,016,395 3,877,397 3,702,413 
Five weeks in April................0- 4,890,749 4,791,006 4,710,903 
POUR WHS: 19. BAG. s «civics cc ctecccees 4,096,742 4,145,820 3,869,306 
Four weeks in June..........ccsvcces 3,974,160 4,089,34 3,965,872 


1,021,262 1,065,641 866,19 
1,081,268 =— 1,066,042 = B06 
26,074,792 25,194,689 
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GALVESTON DIFFERENTIAL CASE 


In a report written by Commissioner Campbell, on further 
hearing, the Commission, in No. 12798, Galveston Commercial 
Association vs. Galveston, Harrisburg & San Antonio et al., 
mimeographed, has materially modified the decision of division 
2, in the title case, 100 I. C. C. 110, as to export, import and 
coastwise rates to and from points in Oklahoma, Arkansas, 
Louisiana, Kansas and Texas via Texas and Louisiana ports, 
typified by Galveston and New Orleans. The original report 
condemned the port relationships as unduly prejudicial to Gal- 
veston and unduly preferential of New Orleans on fourteen 
specified commodities. Differentials. based on a specific dif- 
ference of 100 miles in distance, were prescribed, so as to give 
Galveston the benefit of its geographical location. 

Petroleum and its products and grain and grain products 
were the heavy-tonnage commodities on which Galveston was 
given a re-arrangement of rates intended to remove the undue 
prejudice. 

In this report, on further hearing, which also covers I. and 
S. No. 2560, commodity rates to and from gulf ports; I. and S. 
No. 2865, commodity rates to and from gulf ports (2) and No. 
17850, North Texas Petroleum Traffic Bureau vs. Abilene & 
Southern et al., the Commission has wholly exempted petroleum 
and its products, by reversing the finding of undue prejudice. 
It has also reversed the finding as to grain and grain products 
from a part of southern Kansas, as defined in the report. 

A further reversal was as to export, import and coastwise 
rates from and to points on the Texas & Pacific and the Louis- 
iana Railway & Navigation system. The new finding is that 
the rates from and to points on those roads, the same to both 
Texas and Louisiana ports, are not unduly prejudicial. 

A pro forma finding is that the suspended schedules, filed 
in purported compliance with the findings in the original report, 
have not been justified, but without prejudice to the filing of 
new schedules in conformity with the conclusions set out in 
this report. 

An order of dismissal has been made in No. 17850, North 
Texas Petroleum Traffic Bureau vs. Abilene & Southern et al., 
the Commission finding that the rates on petroleum and petro- 
leum products from points in north central Texas to New Or- 
leans and Galveston, and ports taking the same rates, are not 
unduly prejudicial. In that complaint the interior refiners 
sought to compel the railroads to allow blending, at their plants, 
in transit, of petroleum products, such as takes place at the 
ports. At the ports the petroleum products are put into storage 
tanks and blended as they are pumped into tank steamers. No 
attempt is made to preserve the identity of the products. If, 
within 12 months, products are moved out of the storage tanks 
at the ports in export or coastwise trade, the carriers allow on 
such outward movement, the export dr coastwise rates. The 
interior refiners asked for an arrangement of that sort, but the 
Commission, noting the difference in the handling of petroleum 
and its products at the ports in comparison with the method at 
the interior refineries, came to the conclusion that there was no 
undue prejudice. Among the distinguishing differences at the 
ports and the interior refineries was the fact that at the ports 
the carriers performed no services after the blending had taken 
place. At the interior refineries, the carriers would have to 
bring the materials for blending to the refineries and then carry 
beyond the blended products. 

Commissioner Campbell, in this case, wrote the report and 
then pointed out that he disagreed with a part of the report to 
which his name was attached. In a separate expression, called 
4 concurrence in part, he said that with all that was said and 
found in the report he was in accord, “except the finding that 
the Missouri Pacific is not controlled by the Texas & Pacific.” 

The finding to which Mr. Campbell excepted notwithstand- 
ing that his name was attached to the report in which it was 
made, was “that the Texas & Pacific is an independently oper- 
ated carrier and is not to be regarded as a part of the Missouri 
Pacific system.” The Missouri Pacific, the Texas & Pacific ad- 
mitted, controlled a majority of its stock. “Since the Texas & 
Pacific, therefore, does not serve any Texas port, and has no 
controlling voice in fixing the level of the assailed rates to any 
of the Texas ports,” continues the report to which Mr. Camp- 
bell’s name is attached, “it cannot be held guilty of undue pref- 
erence or prejudice under the circumstances of this case.” A 
like finding as to freedom from prejudice or prejudice was made 
as to the Louisiana Railway & Navigation system, the declara- 
tion being limited, however, only to traffic originating at, or 
destined to, points on the lines of the two carriers. 

In his separate, concurring views, Mr. Campbell said that 
when the Missouri Pacific acquired a majority of the stock of 
the Texas & Pacific it thereby obtained the power to control 
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the traffic and operating policies of the latter, and that from 
then on, the ultimate responsibility for the proper exercise of 
that power had rested with the Missouri Pacific. Therefore, he 
said, the Missouri Pacific and the Texas & Pacific should be 
held responsible, jointly, for the rates between New Orleans 
and points on the Texas & Pacific and the finding of undue 
prejudice and order requiring its removal should embrace also 
the assailed rates on traffic originating at, or destined to, points 
on the Texas & Pacific. Commissioners Meyer, Eastman and 
Lewis joined in that expression. 

The Commission, in making the finding that the Texas & 
Pacific was an independently operated carrier, rested its deter- 
mination on Pullman Palace Car Company vs. M. P., 115 U. S., 
587, in which the Supreme Court decided that, although the 
Missouri Pacific owned all or nearly all the stock of the St. 
Louis, Iron Mountain & Southern, it did not control, in a legal 
sense, the Iron Mountain. 

Rates in accordance with the revised, or modified, findings 
in this report, on further hearing, are to be made effective not 
later than December 12, the previous experience of the carriers 
in their effort to comply with the original report indicating that 
more than the usual amount of time would be needed to enable 
them to prepare for the publication of the rates. 

Commissioner McManamy concurred in the conclusions 
reached by the majority except as to petroleum and its products 
involved in the title complaint. No sufficient reason, he said, 
had been shown for the different treatment applied to them. 

Commissioner Taylor, also calling his separate views a con- 
currence, disagreed as to petroleum and its products. 

“Certainly,” said Mr. Taylor, “after having established a 
differential in favor of the port of Galveston with respect to the 
movement of grain, on account of its just and reasonable ad- 
vantages of geographical position, it is utterly inconsistent to 
destroy the same advantage in regard to the movement of 
petroleum and its products, where the just and reasonable ad- 
vantages of geographical position are the same as in the move- 
ment of grain.” 

Commissioner Hall, dissenting, observed that in deciding 
the strife between the Texas and Louisiana ports, the producers 
and shippers who paid the rates seemed to have been lost from 
sight. He said no one was here urging that the rates to Gal- 
veston were unreasonably high or to New Orleans unreasonably 
low and that there was no allegation of unreasonableness. 

“But carriers which are able and willing to afford neighbor- 
ing shippers the benefit of a choice of ports at equal rail rates, 
all between the upper and nether bounds of reasonableness, are 
debarred from doing so by findings of undue prejudice to the 
ports,” said Mr. Hall. “How about undue prejudice to the ship- 
pers?” he asked. 

“The Texas ports allege, and the majority agree,” continues 
his dissent, “that they have been hurt in this process of equal- 
ization. They do not desire to continue on a rate parity with 
New Orleans and thus to compete for the business strictly on a 
service basis. They desire a positive rate advantage so that, 
other things being equal, there will no longer be competition 
between the ports and the tonnage will be forced through the 
Texas ports. Is it a part of the duty of rail carriers to accord 
such advantage?” 


In closing his dissent, Mr. Hall said the ports, like the rail- 
roads, were there to serve the shipper, not the shipper to serve 
the ports or the railroads. He illustrated that point by quoting 
= Bop Sabbath was made for man, and not man for the 

abbath.” 


Commissioner Woodlock, also dissenting, said he was un- 
able to find, in the record, clear evidence that equalization of 
the New Orleans ports with the Texas ports had in fact resulted 
in undue prejudice to the latter and preference of the former, 
and, therefore, he said he could not find in the situation any vio- 
lation of section 3. 

Commissioner Brainerd did not participate in the disposition 
of these cases. 

The findings, other than those about the Texas & Pacific, 
about the suspended schedules and the complaint asking for 
refining in transit, already mentioned, and the instructions for 
applying them, are as follows: 


We find that the present parity of rates as between the Texas 
and Louisiana ports results in substantially greater service for the 
same rate to the Louisiana ports than to the Texas ports from and 
to interior points from which the short-line distance to New Or- 
leans exceeds that to Galveston by more than approximately 25 per 
cent; that this parity of rates does not result in substantial injury 
to the Texas ports in respect of petroleum and its products, but does 
result in substantial injury to and prejudice against the Texas ports 
in respect of the other commodities considered, except on grain and 
grain products from points in southern Kansas north of the line 
of the Chicago, Rock Island & Pacific, hereinafter called the Rock 
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Island, from the Kansas-Oklahoma state line through Liberal to 
Hutchinson, Kan.; and that the competition relied upon by de- 
fendants herein is no justification for the resulting prejudice from 
and to the interior points referred to. .. . 

We find in No. 12798 that the present relationships of the assailed 
carload rates on export, import, and coastwise traffic in the com- 
modities enumerated in the findings on page 123 of the original 
report, excepting petroleum and petroleum products, rosin from 
Texas points, green coffee to points other than Texas, and grain and 
grain products from points in southern Kansas as hereinbefore defined, 
north of the line of the Rock Island from the Kansas-Oklahoma state 
line through Liberal to Hutchinson and west of the line of the Mis- 
souri Pacific from Huchinson through Sterling and Lyons to Kanopolis, 
from or to points in southwestern Louisiana, as hereinbefore defined, 
Arkansas, Texas, excepting points on the Texas & Pacific and 
Louisiana Railway & Navigation System, Oklahoma, and southern 
Kansas, as hereinbefore defined, and in bagging (cotton-bale cover- 
ing), cotton-bale ties, and buckles to points in Oklahoma, are, and 
for the future will be unduly prejudicial to Galveston and the other 
ao ports taking the same rates and unduly preferential of New 

rleans. 

We further find that this undue prejudice should be removed by 
establishing, from or to interior points from which the short-line 
distances to New Orleans do not exceed those to Galveston by more 
than approximately 25 per cent, rates to or:from Galveston and 
the other Texas ports taking the same rates, as the case may be, 
which do not exceed the contemporaneous rates on the same com- 
modities to or from New Orleans; and by establishing, from or to 
interior points from which the short-line distances to New Or- 
leans exceed those to Galveston by more than approximately 25 
per cent, rates to or from Galveston and the other Texas ports 
taking the same rates, as the case may be, which do not exceed 
rates which are less than the contemporaneous rates on the same 
commodities to or from New Orleans by the following differentials 
on the respective commodities named: 

Grain and grain products from Kansas on, south, and east of 
the line of the Rock Island from and including Liberal to but not 
including Hutchinson, and from Oklahoma and Texas on and north of 
the lines of the Rock Island and the Chicago, Rock Island & Gulf, 
hereinafter collectively or separately referred to as the Rock Island, 
from and including Gklahoma City through Clinton, Okla., and 
Amarillo, Tex., to the Texas-New Mexico state line, 1 cent; from 
— and Texas south of the Rock Island lines just described, 

cents. 

Asphalt from southern Kansas north of the Rock Island line 
above described, 1 cent; from Kansas, Oklahoma, and Texas on and 
south of that line and on and north of the Rock Island lines in Okla- 
homa and Texas above described, 2 cents; from Oklahoma and Texas 
south of those lines, except the Houston-Beaumont-Port Arthur 
groups, 3 cents; from the Beaumont-Port Arthur group, 6 cents. 

Bagging (cotton-bale covering), cotton-bale ties, and buckles, to 
Oklahoma and Texas on and north of the aforesaid Rock Island lines, 
3 cents; to Oklahoma and Texas south of those lines, 6 cents; to 
southwestern Louisiana, 5 cents. 

Bags (burlap, jute, gunny, cotton, clayed cotton, and cotton- 
lined) and related articles to Oklahoma on and north of the afore- 
said Rock Island lines to the Oklahoma-Texas state line, 3 cents; 
to maa south of that line, 6 cents; to southwestern Louisiana, 
5 cents. 

Green coffee to Texas, 9 cents. 

Cotton-factory products and related articles from Texas, 12 cents. 

Cottonseed and peanut cake and meal from Oklahoma and Texas 
on and north of the aforesaid Rock Island lines, 3 cents; from Okla- 
homa and Texas south of those lines, 5 cents. 

Cottonseed and peanut oil from Oklahoma and Texas on and north 
of the aforesaid Rock Island lines, 4 cents; from Oklahoma and Texas 
south of those lines, 6 cents. 

Lumber and forest products taking the same rates from south- 
western Louisiana, 2 cents. 

Packing-house products and related articles, except soap, from 
Oklahoma and Texas on and north of the aforesaid Rock Island lines, 
5 cents; from Oklahoma and Texas south of those lines, 8 cents. 

Rice and rice products from southwestern Louisiana, 3 cents. 

Rosin from southwestern Louisiana, 2 cents. 

Soap from Oklahoma and Texas on and north of the aforesaid 
Rock Island lines, 4 cents; from Oklahoma and Texas south of those 
lines, 6 cents. 

Turpentine and related articles from southwestern Louisiana, 3 
cents; from Texas, 6 cents. 

For the purpose of complying with the foregoing findings de- 
fendants will be expected to draw the eastern boundary line of the 
territory from which the prescribed differentials shall apply sub- 
stantially as follows: In Texas, commencing directly east of Haslam 
and extending north and directly east of the lines of the Houston 
East & West Texas from Haslam to Tenaha, the Gulf, Colorado & 
Santa Fe thence to Longview, the Texas & Pacific thence to Big 
Sandy, the St. Louis Southwestern thence to Mt. Pleasant, the Paris 
& Mt. Pleasant thence to Paris, and thence on an air line extending 
northwest from Paris to, but not including, Durant, Okla.; in Okla- 
homa, commencing directly east of the line of the Kansas, Oklahoma 
& Gulf as it crosses the Texas-Oklahoma state line and extending 
north and directly east of that line to Durant, thence directly east 
of the lines of the St. Louis-San Francisco from Durant to Ada 
and of the Atchison, Topeka & Santa Fe thence through Oklahoma 
City, Ponca City and Blackwell to South Haven, Kan.; and in Kansas, 
commencing directly east of Hunnewell on the Atchison, Topeka & 
Santa Fe and extending north and directly east of the line of that car- 
rier through South Haven to Wellington, thence on an air line to Con- 
way Springs, thence directly east of the line of the Missouri Pacific 
from Conway Springs to Kingman, thence directly west of the lines of 
the Atchison, Topeka & Santa Fe from Lashmet to Hutchinson and 
of the Missouri Pacific from Hutchinson through Sterling and Lyons 
to Kanopolis. 

We further find that the assailed rates on petroleum and pe- 
troleum products from all points in. the affected. territory, on 
grain and grain products from points in southern Kansas. north of 
the line of the Rock Island from the Kansas-Oklahoma state line 
through Liberal to Hutchinson and west of the line of the Missouri 
Pacific from Hutchinson through Sterling and Lyons to Kanopolis, 
on rosin from Texas points, on green coffee to points other than 
Texas, and on all commodities from or to points on the Texas & 
Pacific and Louisiana Railway & Navigation System, are not un- 
duly prejudicial. 

In determining distances to or from the respective ports of Gal- 
veston and New Orleans the shortest routes over which carload 
traffic can be moved without transfer of lading shall be used. 

The differentials prescribed on most of the commodities con- 
sidered, if applied in full on the rates to or from New Orleans or 
on the rates to or from the Texas ports, would result in severe 
differences in rates to the same port from or to contiguous points on 
both sides of the border line between differential and so-called equal- 
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ized territorzies. But such differences are inherent in group adjust- 
ments. They can be mitigated by the carriers if they will apply the 
differential in part to the rate to or from New Orleans and in part 
to the rate to or from the Texas ports, or by applying a graded 
differential at intermediate points in so-called equalized territory. 

The differentials approved or prescribed herein will be under- 
stood to be minimum differentials. Defendants will be expected to 
grade up the differentials prescribed from or to points in Texas so 
that for the shorter distances between Galveston and Texas points 
more appropriate recognition may be given to the greater differences 
in distance to or from the two ports. In applying the above basis 
minor deviations may be made for the purpose of avoiding fourth- 
section departures which would result from a rigid observance, but 
wherever such deviations occur care should be exercised to avoid 
undue preference of one port, or set of ports, to the disadvantage 
of another port, or set of ports. , 

The record is not sufficiently complete to warrant us in pre- 
scribing relationships between the rates to or from the Texas ports, 
on the one hand, and New Orleans on the other, on commodities, 
or from or to points, other than those embraced in the foregoing 
findings. It is expected, however, that the relationships herein pre- 
scribed will serve as a guide to defendants in readjusting the rates 
on the other export, import, and coastwise. traffic wherever undue 
prejudice such as is condemned in this report exists. 


NEW ENGLAND DIVISIONS CASE 


Further relief for New England carriers, by means of in- 
creased divisions from their connections has been ordered, from 
and after September 1, chiefly on anthracite and bituminous 
coal, in No. 11756, Bangor & Aroostook et al. vs. Aberdeen & 
Rockfish et al., opinion No. 12318, 126 I. C. C. 579-673, and No. 
14165, Erie et al. vs. Boston & Maine et al. This order is not 
to have retroactive application. In that feature the order in 
this report follows the precedent of the orders in connection 
with two of the former reports, 66 I. C. C. 196, and 85 I. C. C. 
482. The earliest report in this case, 62 I. C. C. 513, was put out 
without an order attached. The Commission found the record 
insufficient for a valid prescription of divisions. It recom- 
mended a voluntary readjustment to remove the inconsistencies 
portrayed of record. 

In the second report, 66 I. C. C. 196, an order was issued 
which, broadly stated, required the divisions of the New Eng- 
land complainants to be increased 15 per cent. The order ap- 
plied to joint class rates, and joint commodity rates dividing on 
the class rate basis, except on coal and coke, fluid milk and its 
edible products, high explosives, and certain low grade com: 
modities handled short. distances. 

The fourth report, written by Commissioner Eastman, cov- 
ers an intricate field, of many points, but the chief ones pertain 
to coal, both kinds, merchandise not specifically covered by the 
former orders and the divisions on transcontinental traffic, as 
between the direct connections of the New England lines, that 
is, the eastern trunk lines, and the carriers bringing traffic to 
the eastern termini of the transcontinental lines, destined to 
New England; as to traffic of which the eastern trunk lines 
would be intermediate carriers. 


The New England lines asked for larger divisions, which 
they estimated, would bring them in an additional revenue of 
$5,255,000. Commissioner Eastman said that that estimate did 
not cover all the items and that, without doubt, it was conserv- 
ative when made. He said that on the basis of present traffic 
it would be materially larger. The complainants asked for re- 
troactive application of the divisions that might be prescribed 
to April 1, 1922. 


The larger items in the estimate were $950,000 on soft coal, 
on which the complainants asked for an increase of 10 per cent; 
$1,725,000 on hard coal, on which they requested an increase of 
15 per cent; $2,377,000, on all other joint rates, not transconti- 
nental or with southern lines, with exceptions, on which they 
asked an increase of 20 per cent instead of the 15 per cent that 
had been granted; and $143,000, on joint rates, in the case of 
divisions received by the Maine Central out of all joint rates 
other than transcontinental, southern, and coal, the percentage 
to be 20 instead of 15, the 20 per cent, however, to be figured 
uniformly on the Maine Central’s proportions, including all 
arbitrary allowances for services east of Brunswick, Me. 

The prayer, as to transcontinental traffic, was for a division 
that would yield 33.3 per cent to the carriers east of Chicago, or 
a properly related percentage where the traffic passed through 
a gateway other than Chicago. This division was to be divided 
so as to allow the intermediate trunk lines to retain 27.5 per 
cent of the joint through rate, the excess to go to the New Eng- 
land carriers, in proportion to their present divisions. The 
Bangor & Aroostook and the Rutland were not to participate in 
this new division on transcontinental traffic. 

Two other important prayers were for a division of the 
joint rates to and from points in southern territory, to be divided 
at the Virginia and Ohio River gateways in such manner as to 
yield, to the lines north of the gateway, from April 1 to June 30, 
1922, 140 per cent, and on and after July 1, 1922, 126 per cent of 
the revenue accruing to them on these rates on August 25, 1920; 
the proportion so determined, north of the gateway, to be sub- 
divided between complainants and the eastern defendants on 
the same basis as joint rates to and from the gateways. That 
was the first of the two other important prayers. The second 
was that, in all cases where the proportion received by the com- 
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plainants was made up, in part, of a specific amount or arbi- 
trary, such arbitrary on March 28, 1922, was to be deemed to 
have been the amount received prior to the Five Per Cent Case, 
31 I. C. C. 351 and 32 I. C. C. 325, increased or decreased in 
accordance with the subsequent general rate changes. But that 
was not to be applied to traffic covered by an agreement be- 
tween the Boston & Maine and the New York Central. No 
definite estimate was submitted as to the amount that would be 
realized from that change. 

Commissioners Taylor and Brainerd, the report said, did not 
participate in the disposition of these cases. The findings, as 
summarized in the report, follow: 


1. We find that the division of the Boston & Maine, Central New 
England, Central Vermont, Maine Central, and New Haven of the 
joint rates with defendants covered by our order herein of March 28, 
1922, are not shown to have been, since that order became effective, 
or to be unjust, unreasonable, or inequitable to said complainants. 

2. We find that in the case of the transcontinental joint rates 
covered by our order herein of March 28, 1922, the just, reasonable, 
and equitable divisions of the defendants in the western district will 
for the future be 72.5 per cent west of Chicago, Ill., and the related 
percentages west of the other gateways with the eastern defendants 
which are now ‘in effect on transcontinental traffic to and from 
Atlantic seaboard territory other than New England, 3 cents per 100 
pounds in the case of eastbound cirus fruit, to be deducted in all 
instances before prorating, such related percentage west of any Ohio 
River gateway to be shared by the western defendants with such de- 
fendants in the southern group as participate in the traffic. We find 
that in the case of joint rates covered by our order herein of March 
28, 1922, to and from points in western trunk-line territory which 
were increased 40 per cent at the time of the general increase of 1920, 
the division of defendants in the western district are not shown to be 
unjust, unreasonable, or inequitable. We further find that in the case 
of such joint rates which were increased 33.3 per cent at the time of 
said general increase, the divisions of defendants in the western dis- 
trict for the future will be unjust, unreasonable, and inequitable to the 
extent that they are less than the divisions which said defendants 
would now be receiving except for our order of March 28, 1922. 

3. We find that in the case of the joint class rates covered by our 
order herein of March 28, 1922, which apply via eastern gateways 
between points in New England and points in the southern group, 
and. in the case of joint commodity rates covered by said order which 
apply via Hagerstown, Md., the divisions of the defendants in the 
southern group are not shown to be unjust, unreasonable, or inequi- 
table. We find that in the case of the joint commodity rates covered 
by said order which apply via Potomac Yard, Norfolk, or Rich- 
mond, Va., between points in New England and points in the 
southern group, the divisions of defendants in the southern group 
are not shown to be unjust, unreasonable, or inequitable in cases 
where said defendants now receive as large a percentage of the com- 
modity rate as they receive of the class rate upon which the traffic 
would move in the absence of a commodity rate; but that in all other 
cases said divisions for the future will be unjust, unreasonable, ‘and 
inequitable to the extent that they are less than the divisions which 
said defendants would now be receiving except for our order of 
March 28, 1922. We further find that in the case of the joint class 
and commodity rates covered by said order which apply via Ohio 
River gateways between points in New England and points in the 
southern group, the divisions of the defendants in the southern group 
for the future will be unjust, unreasonable, and inequitable to the 
extent that they are less than the divisions which said defendants 
would now be receiving except for our order of March 28, 1922. 

4. We find that in the case of the joint rates covered by our order 
herein of March 28, 1922, in which the Delaware & Hudson par- 
ticipates, it has not been shown that the divisions of that defendant 
are unjust, unreasonable, or inequitable. 

We find that in the case of. the joint rates covered by our 
order herein of March 28, 1922, in which the Erie and its sub- 
sidiary lines participate, it has not been shown that the divisions 
of those defendants are unjust, unreasonable, or inequitable, or other- 
wise unlawful. 

6. We find that in the case of the joint rates covered by our order 
herein of March 28, 1922, in which the Central of New Jersey 
participates with other defendants, it has not been shown that the 
divisions of that defendant are unjust, unreasonable, or inequitable; 
but that in the case of such joint rates in which the Central of New 
Jersey is the sole participating defendant, its divisions for the 
future will be unjust, unreasonable, and inequitable to the extent 
that they are less than the divisions which it would now be receiving 
except for our order of March 28, 1922. 

i. We find that in the case of the joint rates covered by our order 
herein of March 28, 1922, in which that part of the system of the 
New York, Chicago & St. Louis participates which was formerly 
the Lake Erie & Western, the divisions of that defendant are not 
shown to be unjust, unreasonable, or inequitable. 


_ 8. We find that in the case of joint rates between points on the 
line of complainants and points on the lines of defendants which 
apply to transportation which is not wholly within the confines 
of the United States, we are without authority to prescribe divisions. 

9. We find that in the case of joint rates between points in New 
England and points on the lines of- defendants in which the New 
England Steamship Company participates, and which apply to trans- 
Portation in interstate or foreign commerce wholly within the con- 
fines of the United States, the divisions of that complainant have 
not been shown to have been or to be unjust, unreasonable, or 
inequitable. 

10. We find that in the case of the joint rates on traffic, other than 
coal, in which complainants participate and which apply to trans- 
portation in interstate or foreign commerce wholly within the con- 
fines of the United States between points on the lines of defendants, 
other than the Boston & Albany, and other than the Central of New 
sereey where it is the sole participating defendant, and points on 
lines of the Bangor & Aroostook, Grafton & Upton, South Man- 
meg Moshassuck Valley, United Electrics, Narragansett Pier, 
_" York, Westchester & Boston, and Wood River Branch Railroad, 
; e divisions of complainants, other than the Bangor & Aroostook, 
or the future will be unjust, unreasonable, and inequitable to the 
Same extent that their divisions of other joint rates on merchandise 


ga were found unreasonable in our second report herein, 66 I. C. C. 


11. We find that in the case of the joint rates on traffic, other than 
bromng in which complainants participate, which apply to transporta- 
% in interstate or foreign commerce wholly within the confines 
2 the United States to and from points on the lines of defend- 
phe other than the Boston & Albany, and other than the Central of 
ew Jersey where it is the sole participating defendant, and which 
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were not covered by our order herein of March 28, 1922, the divisions 
of the United States to and from points on the lines of defend- 
ants of complainants, other than the Bangor & Arooostook, for the 
future will be unjust, unreasonable, and inequitable to the same 
extent that their divisions of other joint rates on merchandise traffic 
were found unreasonable in our second report herein, 66 I. C. C. 196. 

12. We find that in the case of the joint rates covered by our 
order herein of March 28, 1922, in which complainants partcipate with 
defendants in connection with the Boston & Albany as an inter- 
mediate carrier, it has not been shown that the divisions of com- 
plainants are unjust, unreasonable, or inequitable. 

13. We find that where the divisions of complainants or defend- 
ants were made up in part of a percentage of the joint rate and in 
part of a specific amount or Bente J the divisions which existed on 
March 28, 1922, were those of December, 1917, changed in proportion, 
in each case, to the changes in the joint rate of which the division 
wae Fy which occurred between December 31, 1917, and Decem- 

er 1, . 

14. We find that in the case of joint rates on prepared sizes 
(lump, egg and: nut) of anthracite coal in which the Beston & 
Maine, Central New England, Maine Central and New Haven partici- 
pate with defendants and which apply to transportation in interstate 
commerce wholly within the confines of the United States, the divi- 
sions of said complainants for the future will be unjust, unreasonable, 
and inequitable to the extent that they are less than the remainders 
of said joint rates after deducting the divisions, if any, prescribed 
below for the Central Vermont and the present divisions, if any, of 
any other New England carrier, including the Boston & Albany, par- 
ticipating in the traffic, and after deducting the following divisions, 
which we find to be just, reasonable and equitable for the services 
performed by defendants: 


“To Jersey City: $2.15 per long ton over the routes of the Penn- 
sylvania, and $2.10 per long ton over all other routes; 

“To Maybrook or Campbell Hall: $1.90 per long ton over the 
routes of the Reading*and the Central of New Jersey, and $1.80 per 
long ton over all other routes; 

“ToMechanicville: $2.30 per long ton over all routes; 

“To Rotterdam Junction: $2.65 per long ton over all routes;” 


Provided, however, that where arbitraries are added from certain 
mines to the basic rates, such arbitraries shall be added to the divi- 
sions above specified to be-.received by defendants; and provided, 
further, that where the rates have been changed since 1923 the in- 
creases or decreases shall be shared pro rata by complainants and 
defendants with the divisions above specified as the basis, or other- 
wise as they may agree. 

We further find that in the case of joint rates on »repared sizes 
(lump, egg and nut) of anthracite coal in which the Central Vermont 
participates with defendants, and which apply to transportation in 
interstate commerce wholly within the confines of the United States, 
the divisions of said complainant for the future will be unjust, un- 
reasonable and inequitable to the extent that they are less than 110 
per cent of its present divisions. 

15. We find that in the case of joint rates on bituminous coal in 
which the Boston & Maine, Maine Central and Central Vermont par- 
ticipate with defendants, other than joint rates between points 
on the Boston & Maine and points on the New York Central, and 
which apply to transportation in interstate commerce wholly within 
the confines of the United States, the divisions of said complainants 
are not shown to ‘be unjust, unreasonable or inequitable. We find 
that in the case of joint rates on bituminous coal in which the Cen- 
tral New England and the New Haven participate in connection with 
the New York Central and which apply to transportation in inter- 
state commerce wholly within the confines of the United States, the 
divisions of said complainants are not shown to be unjust, unreason- 
able or inequitable. We further find that in the case of other joint 
rates on bituminous coal in which the Central New England and 
New Haven participate with defendants and which apply to trans- 
portation in interstate commerce wholly within the confines of the 
United States, the divisions of said complainants will for the future 
be unjust, unreasonable and inequitable to the extent that they are 
less than the remainders of said joint rates after deducting the pres- 
ent divisions, if any, of any other New England carrier, including the 
Boston & Albany, participating in the traffic, and after deducting 
the following divisions, which we find to be just, reasonable, and 
equitable for the services performed by defendants: 

“To Jersey City, Maybrook, or Campbell Hall; $2.43 per long ton 
from the Clearfield region over all routes”; 


the divisions from the other coal producing districts to be the same 
when the rates are the same as from the Clearfield region, and when 
the rates are not the same to be determined by adding or deducting, 
as the case may be, the established rate differentials. 

Under paragraph (6) of section 15 of the interstate commerce act 
we are authorized, where the joint rate was established pursuant to 
our finding or order, to— 


‘‘determine what (for the period subsequent to the filing of the com- 
Pplaint or petition or the making of the order of investigation) 
would have been just, reasonable, and equitable divisions thereof to be 
received by the several carriers, and require adjustment to be made 
in accordance therewith.’’ 


Complainants ask for such a retroactive adjustment dating back to 
April 1, 1922, of any divisions found herein to be unjust, unreason- 
able, and inequitable for the future. Apparently a similar retro- 
active adjustment is desired by the western and southern carriers. No 
such adjustment covering the past was required in. our original 
order, and in our opinion no sufficient reason has here been shown 
for the retroactive adjustments sought. 

Appropriate orders will be entered. 


VIRGINIA PIG IRON RATES 


The Commission, by division 3, in No. 18009, Virginia Pig 
Iron Association vs. Chesapeake & Ohio et al., mimeographed, 
has found unreasonable, but not otherwise unlawful, rates on 
pig iron, from points of production in Virginia, to destinations 
in Maryland, Pennsylvania, Delaware, New Jersey, New York 
and the New England states and prescribed new rates for the 
future. The new rates are to be established not later than 
August 29. 

Virginia blast furnaces, for the purpose of these rates, are 
to be grouped. The group is to consist of Roanoke, Pulaski, 
East Radford, Ransens, Iron Gate, Covington, Low Moor and 
Buena Vista. Rates from those points ordered to be estab- 
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lished are as follows: To Baltimore, Md., $3.88; Philadelphia, 
$4.54; New York, N. Y., $4.87; and Boston, Mass.,. $5.21. 

The Commission took up the history of the rates from the 
blast furnace points in Virginia to eastern and New England 
territory and its efforts to deal with them from the time of 
Low Moor Iron Co. vs. Chesapeake & Ohio, 30 I. C. C. 615; 
36 I. C. C. 222; and 42 I. C. C. 221. In those cases the Com- 
mission gave weight to the fact that the furnace points werd in 
Southern Classifiaction territory and that, generally speaking, 
rates for hauls in that part of the country, were on a higher 
level than in other parts It made allowance in the rates it 
prescribed in the Low Moor cases for what it called the south- 
ern ingredient. In this case it came to the conclusion that the 
transportation conditions from these Virginia furnaces to east- 
ern and New England destinations had so changed since the 
first and second reports in the Low Moor cases that now they 
were substantially the same as from competitive furnace points 
in Pennsylvania and Maryland. On that point the Commission 
said: 

From the history of these rates, and the record in this case, 
we are persuaded that the transportation conditions from these 
Virginia furnaces to eastern and New England destinations have 
so changed since our first and second report in the Low Moor 
Cases, which were decided on June 9, 1914, and October 12, 1915, 
respectively, as to be substantially the same today as from the 
furnaces in Pennsylvania and Maryland with which the Virginia fur- 
naces compete. It follows that the Virginia furnaces should be ac- 
corded the same level of rates as their Pennsylvania and Maryland 
competitors. We are of the view that this will be accomplished by 
eliminating from the rates prescribed in the first Low Moor Case 
the previously mentioned southern ingredient, and by increasing 
these rates 5 per cent, 52 cents, 25 per cent and 40 per cent, and 
reducing the resulting-rates 10 per cent. 


COTTON AND LINTER RATES 


The Commission, by division 3; in a report written by 
Commissioner Campbell, in No. 16385, Mobile Chamber of Com- 
merce and Business League vs. Alabama & Vicksburg et al., 
mimeographed, has found not unduly prejudicial the rates on 
cotton and cotton linters, for export or coastwise movement, 
from designated points west of the Mississippi to Mobile, Ala., 
by rail to Alabama ports on the Warrior River, and barge 
beyond. 

The points of origin are those from which all-rail export 
and coastwise rates on cotton and linters are the same to both 
New Orleans and Mobile. Through routes and joint rail-and- 
barge rates, the same as those contemporaneously in effect from 
the same points to New Orleans, by way of Memphis, Tenn., or 
Vicksburg, Miss., were asked on those commodities, for export 
or coastwise movement, from the points of origin referred to, 
by rail to upper Warrior River ports served by the federal barge 
line, and thence by water to Mobile. 

Rail-and-barge rates, the report said, were now generally in 
effect from the origin territory west of the Mississippi to New 
Orleans via Memphis. Complainant’s prayer, the report said, 
would require an additional rail haul of 219 miles from Mem- 
- to Cordova, Ala., before the traffic could reach the Warrior 

iver. 


The report said that the barge line was not represented at 
the hearing and no shippers appeared in support of the addi- 
tional through routes and joint rates asked for by the complain- 
ant. It said there was nothing of record to indicate there would 
be any movement under such rates from points west of the Mis- 
sissippi, if they were established. There was, however, testi- 
mony that the St. Louis-San Francisco might be willing to estab- 
lish through routes and joint rates from some of the points west 
of the Mississippi if it could reach an agreement with the barge 
line upon the divisions of such rates. Commissioner Campbell 
said that apparently the barge line preferred its division of 20 
cents on the haul from Memphis to New Orleans to accepting 
a less division for its shorter haul from Cordova to Mobile. 

The Southern and the Mobile & Ohio offered, at the hear- 
ing, to publish certain rates, satisfactory to the complainant, in 
connection with the barge line, generally one cent higher to 
Mobile than the contemporaneous bargeand-rail rates to New 
Orleans, from points on their lines in western Tennessee, west- 
ern Kentucky and Mississippi, embraced in the complaint, 
through Cordova or some other Warrior River port to Mobile. 
The Commission approved establishment of those rates. 

Commissioner Hall, concurring in part, said that no undue 
preference or undue prejudice had been shown and that the 
complaint should have been dismissed. 


COAL RATES PREJUDICIAL 


The Commission, by division 3, in a report written by Com- 
missioner Hall, in No. 16645, Harbor Coaling Corporation vs. 
Baltimore & Ohio et al., mimeographed, has found, not unrea- 
sonable, but unduly prejudicial, the rates on bituminous coal, 


from mines in the Clearfield, Meyersdale and Cumberland-Pied- . 


mont districts of Pennsylvania, Maryland, and West Virginia, to 
Black Tom Pier, Jersey City, N. J., maintained by the Pennsyl- 
vania. The undue prejudice to the complainant is to the extent 
the rate maintained by the Pennsylvania exceeded, exceeds or 
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may exceed the rate contemporaneously maintained by the New 
York Central from the Clearfield district, and from the mines on 
the Western Maryland in the Meyersdale-Piedmont districts, and 
unduly preferential of its competitors who receive and handle 
coal over the piers of the Central of New Jersey. The order 
requires the defendants, not later than September 8, to estab. 
lish rates from mines on the New York Central in the Clear. 
field district, in Pennsylvania, and from mines on the Western 
Maryland and the Baltimore & Ohio in the ‘Meyersdale and 
Cumberland-Piedmont districts in Maryland and West Virginia, 
to Black Tom Pier, on the Lehigh Valley rates not in excess of 
those contemporaneously maintained on like traffic from the 
same mines to piers at Jersey City on the Central of New 
Jersey in the upper harbor of New York. 

According to the report, the Pennsylvania stands alone 
among the defendants originating the coal in question to extend 
transshipment rates to deliveries in the New York upper harbor 
other than on its own piers. Commissioner Hall said the 
question to be disposed of was as to whether the Pennsylvania 
discharged its full duty to the complainant in thus providing a 
rate to its own piers not in excess of a reasonable maximum 
or whether it should go farther and establish a rate for Lehigh 
Valley delivery no higher than for delivery on its own rails. 

The complaint, in substance, was against the fact that if the 
complainant desired to transship coal over the Lehigh Valley 
pier, the cost was 30 cents per ton greater than when the trans- 
shipment was made over the Pennsylvania’s pier. The com- 
plainant presented testimony intended to show that it had lost 
several contracts for supplying coal to vessels by reason of the 
30 cents per ton disadvantage. The company testified that, on 
much of its coal it received an allowance of 15 cents a ton from 
the seller so as to overcome, in part, the disadvantages caused 
by the rate disadvantage. 

The Commission found that the testimony did not estab 
lish that the loss of that business was the proximate result of 
the rate disadvantage, that no damage had been shown to have 
resulted from the undue prejudice, and denied reparation. 


ALTERNATIVE RULE HOG RATES 


The Commission, by division 4, in No. 16542, California 
Dressed Beef Co. et al. vs. Atchison, Topeka & Santa Fe et al. 
mimeographed, has found that the rates: on hogs, in carloads, 
from points on the Santa Fe and its subsidaries, in New Mexico 
and Texas, to Los Angeles, Calif., prior to September 1, 1923, were 
not illegally assessed, as alleged. It has further found the rates 
also on hogs, from points in New Mexico, Texas, Kansas, and 
Oklahoma, to Los Angeles, on and after November 23, 1922, were 
unreasonable, but not unduly prejudicial. Reasonable rates have 
been prescribed to be made effective not later than August 26. 
Further hearing is to be had upon the question of reparation. 

This report covers seven sub-numbers as follows: Associated 
Meat Co. et al. vs. Same; G. W. Brumley et al. vs. Same; three 
sub-numbers by Hauser Packing Co. vs. Same; Campbell & 
Coyote et al. vs. C. & S. et al.; and Cudahy Packing Co. vs. 
Santa Fe et al. 

The complainants alleged that the rates and bedding charges 
assessed on hogs in single and double-deck cars, shipped since 
July 1, 1921, from the territory of origin hereinbefore mentioned 
to Los Angeles, were unreasonable, unjustly discriminatory, un- 
duly prejudicial, and illegal in violation of sections 1, 2, 3, and 
6, and in violation of both clauses of the fourth section. The 
Commission was asked to prescribe new rates and award rep- 
aration. 

The Commission said it did not appear there were any viola- 
tions of the aggregate of intermediates part of the fourth sec- 
tion and that any disregard of the long-and-short-haul part of it 
had been removed or were protected by appropriate applications. 
The allegations in respect of bedding charges, the report said, 
were withdrawn. 

In essence, the question was as to whether, in the applica- 
tion of the transcontinental tariff alternative application rule, 
the aggregate of intermediates was to be “treated” with the 
combination rule to ascertain the through charges. The alter- 
native rule, in substance provides that where the aggregate of in- 
termediates makes lower than the joint through rate, the lower 
combination will apply. Such a combination treated with the 
Kelly or Jones combination rule would result in a through charge 
lower than the combination brought into play by the alternative 
application rule. 

In McLeod vs. T. & P., 89 I. C. C. 356, and 100 I. C. C. 219, 
the Commission said “the product of intermediate rates treated 
by a rule which results in something less than the aggregate 
is not the aggregate within the meaning of the alternative rule.” 

In this case the Commission said the reasoning in the Mc 
Leod case applied equally in cases where the aggregate of inter- 
mediates was higher or lower than the joint rate. Continuing 
the Commission said that it was the alternative rule which 
specified what rate should apply in place of the joint rate, and 
that when that rule designated a lower aggregate of intermediates 
as displacing the joint rate “we find that it means the full a8- 
gregate of the intermediates and not the product of inter 
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mediate rates treated by a rule which results in something less.” 
It said the combination rates untreated by the Kelly rule were 
applicable. It said that the applicable rates had been either (1), 
the rates in the transcontinental tariffs; or (2) the aggregates to 
and from Mojave, Calif.; or (3) the joint and local rates pub- 
lished in those Santa Fe tariffs which were published to be- 
come effective May 10, 1925, when the Santa Fe began publish- 
ing the rates on the traffic in question, in its own tariffs. 

The Commission put out a scale to be used in establishing 
rates for the future, both on single- and double-deck cars, on 
the generally recognized basis of rates on single-deck cars 
to be 115 per cent of the rates on double-deck cars. The scale 
begins with a rate of 74 cents for 1,000 miles on double-deck 
cars and 85 cents on single-deck cars. 

The rate of progression in the double-deck scale is 1.5 cents 
for each 50-mile block and ends with 95 cents for the block 
between 1,650 and 1,700 miles. The single-deck scale progresses 
by additons of 2 and 1.5 cents for 50-mile blocks, reaching 95.5 
cents at 1,300 miles and 109.5 cents at 1,700 miles. 

Minima prescribed range for 16,500 pounds on single-deck 
cars 36. feet and 7 inches long and under to 20,400 for cars of 
44 feet. The double-deck scale begins with 23,000 pounds and 
ends with 26,950. For each foot or fraction of a foot in length 
of cars in excess of the scale, 612.5 pounds are to be added to 
the double-deck, and 475 pounds to the single-deck minimum. 

The commission said the findings were without prejudice to 
any different conclusions that might be reached in No. 17000, 
part 9, Livestock. 

Commissioner Eastman concurred in the conclusions under 
Section 1 but not with the conclusion under Section 6. He 
thought the Kelly rule should be applied to the aggregate of 
intermediates, which, as he construed the alternative ‘applica- 
tion rule, wholly displaced the higher joint rate, leaving the 
combination “in effect.” 

Commissioner Woodlock concurred in the finding as to the 
applicable rates and also as to the reasonableness of the rates 
on shipments in single-deck cars. The latter concurrence, how- 
ever, Mr. Woodlock said, was more because of the weight of 
precedent than because of a conviction that they were maxi- 
mum reasonable rates for the service performed. 


CEMENT AND PLASTER RATES 


New rates on portland cement from Hanover and Trident, 
Mont., to western and central portions of North Dakota and 
South Dakota, coterminous with the original and extended 
scale IV territory in those states; on wall plaster from Hanover 
to the same territory; and on cement and wall plaster, in mixed 
carloads, have been ordered established not later than September 
8, in No. 16586, Three Forks Portland Cement Co. vs. Chicago, 
Burlington & Quincy et al., mimeographed. In a report written 
by Commissioner Hall, the Commission, by division 3, has found 
the rates on portland cement, from Hanover and Trident to the 
destination territory mentioned, unreasonable and unduly 
prejudicial. 

As to the rates on wall plaster, from Hanover, to the same 
territory of destination, they have been found unreasonable, 
and, as applied to destinations in the western half of South 
Dakota, unduly prejudicial. 


Rates on cement and wall plaster, in mixed carloads, from 
Hanover, to the same destination territory, have been found not 
unreasonable, but unduly prejudicial. 

A further finding is the failure of the carriers to provide for 
stopping in transit, partially to unload shipments of cement 
and wall plaster, in straight or mixed carloads, from Hanover 


and Trident to the same destination territory is unduly’ 


prejudicial. 

Commissioer Hall said the conclusions of the Commission 
followed, with slight modifications, the ones recommended by 
the examiner. 

Undue preference was alleged for cement and plaster manu- 
facturers in Western Trunk Line territory; among others, those 
at Mason City, Ia.; Steelton, Minn.; the Kansas gas belt, Duluth, 
Minn., the latter a reshipping point; Fort Dodge, Ia.; Piedmont 
and Black Hawk, S. D. 

In speaking of rates on cement, Commissioner Hall said that 
transportation and other conditions from Hanover and Trident 
to the territory of desination under consideration, were not so 
dissimilar from those within Scale IV territory as to justify 
rates higher than those applying within the territory. 

Complainant, the report said, sought rates comparable with 
those from the points alleged to be preferred and not in excess 
of: On cement, minimum 50,000 pounds, revised scale IV rates 
Prescribed in the second supplemental report in Western Cement 
Rates, 69 I. C. C. 644; on plaster, minimum 30,000 pounds, rates 
not in excess of the scale prescribed in Grand Rapids Plaster 
Co. vs. Director-General, 62 I. C. C. 237. It also asked for a 
mixing rule on the basis of the carload rate and minimum on 
cement, plus carload rate and actual weight on the plaster; also 
@ Tule permitting the stopping of cars, partly to unload, at a 
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cost of $6.30 per car. To the latter request the carriers made 
no objection. 

No orders in respect of mixed shipments or stopping in 
transit were issued, the Commission expecting the carriers to 
comply with its findings without orders. The scale to be used 
in making the rates on cement is for long distances. It begins 
with 24.5 cents for 400 miles; becomes 27 cents at 500 miles; 
29.5 cents at 600 miles; 33 cents at 700 miles; 36 cents at 800 
miles; 38.5 cents at 900 miles, and 42.5 cents at 1,000 miles. 

The wall plaster scale, also for long distances, provides for 
rates based on minima of 30,000 pounds, 40,000 pounds and 
60,000 pounds. The 30,000-pound rates for the distances shown 
are as follows: 400 miles, 35.5 cents; 500 miles, 40.5 cents; 600 
miles, 43.5 cents; 700 miles, 48.5 cents; 800 miles, 53.5 cents; 900 
miles, 57.5 cents, and 1,000 miles, 62.5 cents. The rates on the 
40,000 pound minimum are: 400 miles, 31 cents; 500 miles, 35 
cents; 600 miles, 38 cents; 700 miles, 42 cents; 800 miles, 46 
cents; 900 miles, 50 cents; and 1,000 miles, 54.5 cents. The rates 
on the 60,000 pound minimum are: 400 miles, 26.5 cents; 500 
miles, 30 cents; 600 miles, 32 cents; 700 miles, 35.5 cents; 800 
miles, 39 cents; 900 miles, 42.5 cents; and 1,000 miles, 46.5 cents. 

The findings specify that for the purpose of applying the 
scales on cement and plaster, distances shall be computed ac- 
cording to the formula set forth in the appendix to Iola Mills 
Traffic Association vs. A. W. Ry. Co., 87 I. C. C. 451. 

The existing rates, on mixed shipments of cement and 
plaster, the findings say, are unduly preferential of Steelton, 
Minn., Des Moines and Gilmore City, Ia. The finding is that 
the failure of the carriers to establish a stopping in transit 
rule unduly prefers Steelton, Duluth, Minneapolis, Mason City, 
Piedmont and Black Hawk. 


PECOS VALLEY COTTON RATES 


The Commission, by division 3, has dismissed No. 17737, 
Smith-Wilson & Co. et al. vs. Atchison, Topeka & Santa Fe et 
al., mimeographed, finding rates, rules and regulations on cotton, 
any quantity, shipped, uncompressed, to be compressed by and 
at the carrier’s expense, from points in the Pecos valley of 
New Mexico on the Santa Fe, to Texas gulf ports, via Pecos, 
Tex., and beyond over the Texas & Pacific, Sweetwater, Tex., 
and the Santa Fe, not unreasonable. 

A further finding is that the establishment of joint rates 
on the traffic mentioned and over the route specified, with con- 
centratioh at Pecos, which would short-haul the Santa Fe system 
route via Clovis, N. M., and Sweetwater, with concentration at 
Roswell, N. M., is not necessary or desirable in the public 
interest. 

Complainants, 34 individuals or partnerships and one cor- 
poration, the report said, were buyers or planters of cotton at 
Carlsbad, Loving and Malaga, N. M., and Pecos, Tex. They 
alleged the refusal of the Santa Fe system and the Texas & 
Pacific to publish and apply rates, rules and regulations on 
cotton any-quantity that would short-haul the Santa Fe system 


- and allow concentration at Pecos, was unreasonable; and that 


the present handling of such cotton over the Santa Fe system 
route via Clovis, N. M., and Sweetwater, Tex., with option of 
concentration at Roswell, N. M., resulted in delay and wasteful 
transportation in violation of sections 1 and 15 of the inter- 
state commerce act. The Texas & Pacific expressed willing- 
ness to establish joint rates with the Santa Fe via Pecos. 

The Commission said the primary purpose of the complaint 
was to obtain any advantage which might accrue by reason of 
having the rate now maintained over the Santa Fe system 
route available also via Pecos and the Texas & Pacific, with 
option of concentration at Pecos. The report said the Com- 
mission had power to establish through routes and joint rates 
whenever deemed by it necessary or desirable in the public 
interest, subject to the limitation that a carrier might not be 
required to short-haul itself unless its route was unreasonably 
long as compared with another practicable route. 

The Santa Fe asserted that, stripped of all formalities, the 
real complainants were the owners of a compress at Pecos. It 
asserted that before any investment in compress was made at 
Pecos, it notified the promoters of the compress that it could 
not afford to turn loose this local traffic in New Mexico, as 
proposed in the complaint. Four of the planters whose names 
appeared as complainants, residing at Loving and Carlsbad, 
the report said, appeared as witnesses for the Santa Fe. 
Eighteen of the complainants, it further said, signed a petition, 
introduced in evidence, asking that their names be withdrawn 
as complainants. The Santa Fe also introduced in evidence 
resolutions of chambers of commerce asking that complainants’ 
prayers be denied. Some expressed apprehension that the di- 
version of cotton through the Pecos gateway would seriously 
affect the Santa Fe, thus bringing about a curtailment of train 
service, poor equipment, hardship upon the patrons of the 
Santa Fe and losses in revenue to all parties concerned. 

In disposing of the case the Commission said the evidence 
fell far short of establishing that the joint rates and concen- 
tration at Pecos sought were “necessary or desirable in the 
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public interest.” Neither, said the report, did the evidence 
show that the route over the Santa Fe was unreasonably long 
as compared with the route via Pecos and the T. & P., or that 
the movement over the former resulted in wasteful trans- 
portation. 


COTTON LINTER RATES APPLIED 


The Commission, by division 3, has dismissed No. 17809, 
F. H. Glarner & Co., Inc., vs. Southern et al., mimeographed, 
finding the rates charged on many shipments of cotton linters, 
in carloads, billed. as cottonseed-hull fiber or shavings, not 
bleached or dyed, from points in Georgia, South Carolina and 
Alabama, to destinations in the District of Columbia, Virginia, 
New York, New Jersey, Pennsylvania, Connecticut, and Louisi- 
ana, were applicable and not unduly prejudicial. They were 
alleged to have been illegal and unduly prejudicial. The ship- 
ments, the report said, were variously billed. The question was 
as to whether they were entitled to the hull fiber or shaving rates. 
The Southern Weighing and Inspection Bureau changed the 
billing to read cotton liners, taking higher rates than the hull 
or shaving rates. The Commission differentiated this case from 
that of Speir & Co. vs. A. G. S., 107 I. C. C. 161, pointing out 
that in that case the commodity shipped was sold at prices 
lower than the market price of average cotton linters when the 
shipments moved. The Commission said no such showing had 
been made in this case. The shipments were made between 
April 17, 1922, and October 31, 1924. 


PRINTED WAXED WRAPPING PAPER 


A finding of unreasonableness and an awaard of reparation 
have been made in No. 18050, Bakeries Service Corporation 
et al. vs. Boston & Maine et al., mimeographed, as to the rates 
on printed waxed wrapping paper, in less-than-carloads, between 
points in Official Classification territory. Second class rates 
were imposed. The Commission, by division 3, found, as in 
General Baking Co. vs. P. R. R. Co., 96 I. C. C. 280, that the 
second class rating and rates were unreasonable to the extent 
they exceeded third class rating and rates and awarded repara- 
tion to that basis. \ 


RATE ON FUEL OIL 

In a mimeographed report in No. 17916, Curtiss Aeroplane 
& Motor Co., Inc., vs. Pennsylvania et al., the Commission, 
by division 3, has found unreasonable the rate of 22 cents, fifth 
class, on petroleum fuel oil, in tank-car loads, from Pettys 
Island, N. J., to Garden City, Long Island, N. Y., for the past, 
present and future, to the extent that it exceeded, exceeds or 
may exceed 20.5 cents, and has found that complainant is en- 
titled to reparation. The rate for the future is effective on or 
before August 29.. Commissioner Woodlock dissented. 


RATES ON MILLET SEED 


The Commission, by division 3, in No. 17289, Northrup, King 
& Co. vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
has found that rates on millet seed, carloads, from points in 
Colorado, Kansas, Nebraska, North Dakota and South Dakota 
to Minneapolis, Minn., were, are, and for the future will be un- 
reasonable to the extent that they exceeded, exceed or may 
exceéd the contemporaneous wheat rates from and to the same 
points by more than 12 per cent, and that complainant is 
entitled to reparation. The order for the future is effective on 
or before August 29. 


OVERCHARGE ON PRESSES 


On a finding that the applicable rate on two carloads of 
printing presses shipped April 18, 1925, from Vancouver, B. C., 
to Orlando, Fla., was $2.7325, that that rate was not unreason- 
able, and that the shipments were overcharged, the Commission, 
by division 4, in No. 18037, Duplex Printing Press Co. vs. British 
Columbia Electric et al., mimeographed, has directed refund 
and has dismissed the complaint. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413 (Sub. No. 35), 
the automatic train control case, mimeographed, after inspection 
and test, has approved the installation of the Union Switch & 
Signal device on the Pittsburgh & Lake Erie division of the 
railroad of the same name. The Commission has prescribed 
requirements in respect of apparatus and operations with which 
the Pittsburgh & Lake Erie is expected promptly to comply. 
The carrier reported the cost of the installation as $252,289.08. 


BRICK RATES PRESCRIBED 


In a report written by Commissioner Lewis, in No. 16124, 
Acme Brick Co. vs. Alabama & Vicksburg et al., mimeographed, 
the Commission, by division 1, has found the rates on brick and 
clay products, from Fort Smith and Perla, Ark., to destinations 
in Alabama, Florida, Georgia, Kentucky, Mississippi and Tennes- 
see, except points on the Missisippi River, unreasonable to the 
extent they exceed, or may exceed, 12 per cent of the first class 
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(column 100) all-rail rates approved or prescribed between 
Perla and Fort Smith, on the one hand, and points in the states 
mentioned, on the other, in Appendix 17 to Consolidated South- 
western Cases, 123 I. C. C. 203. In computing the rates, the 
Commission said, fractions less than one-half should be dropped 
and fractions of one-half or over, of one cent, should be increased 
to the next whole cent. 

Rates made on this basis are to be made effective not later 
than August 27. 


LUMBER DEMURRAGE CASE DISMISSED 


The Commission, by division 1, has dismissed: No. 18541, 
Turner Lumber and Investment Co. vs. Chicago & North West- 
ern, mimeographed, finding the demurrage charges on a carload 
of pine lumber, assessed at Aberdeen, S. D., in November, 1925, 
applicable. 


COPPER WIRE RATES 


A finding of unreasonableness, an order for the future and 
an award of reparation have been made in No. 18119, New York 
Insulated Wire Co. vs. New York, New Haven & Hartford, 
mimeographed, as to the rates on copper wire, and the charges 
thereunder, carloads and less-than-carloads, from Phillipsdale, 
R. IL, to Wallingford, Conn. The Commission, by division 3, 
found the rates were, are and for the future would be unreason- 
able to the extent they exceeded, exceed or might exceed 22 
cents, in carloads, and 28 cents in less-than-carloads. The new 
rates are to be made effective not later than August 27. 


STRAWBOARD CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16825, 
United Paperboard Co. et al. vs. Aberdeen & Rockfish et al., 
mimeographed, finding the rates on strawboard, in carloads, 
from various producing points in Ohio, Indiana, Michigan, IlIli- 
nois, and Iowa, to Texas common points and to San Francisco 
and Petaluma, Cal., not unreasonable nor unduly prejudicial. 
The. report was written by Commission Campbell. He said the 
present rates to Texas were based on a minimum of 40,000 
pounds and that the complainants proposed rates on a minimum 
of 60,000 pounds. He said the complainants also proposed re- 
duced rates on a minimum of 40,000 pounds, equal to 120 per 
cent of those on the higher minimum. Mr. Campbell said the 
complainants’ proposed rate based on a minimum of 60,000 
pounds would result in a reduction of 18 cents and would make 
the rate from Chicago 6 cents lower than the present rate from 
St. Louis to Texas points. 

The report also.covers No. 17211, United Paperboard Co. vs. 
Southern. The title case involved rates to California and No. 
17211, rates to Texas points. Both complaints contained a prayer 
for rates for the future. There was also a prayer for repara- 
tion on shipments to Dallas, Tex., from points in Indiana and 
Illinois, on shipments within the statutory period. 

Commissioner Campbell said no testimony was taken in the 
case involving the Texas shipments but that the parties agreed 
to abide by the decision in the title case. He said the rates 
sought to California points were also on the basis of a minimum 
of 60,000 pounds with rates on a 40,000 pound minimum made 120 
per cent of those on the higher minimum. The defendants, he 
said, urged that the present rates to California points were 
established to meet water competition and were subnormal. 





STRUCTURAL STEEL CASE 
The Commission, by division 4, has dismissed No. 18706, 
Illinois Steel Bridge Company vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, finding that the rate of $1.45 assessed on 
a carload of structural steel, shipped from Indiana Harbor, Ind., 
to Blythe, Calif., in January, 1925, fabricated at Jacksonville, IIl., 
was not unreasonable. 


STEEL WAS NOT SCRAP 


An order of dismissal has been made in No. 18683, Louis 
Cohen and Son vs. Central of New Jersey et al., mimeographed, 
the Commission, by division 4, finding that the rate charged on 
two carloads of structural steel, alleged to have been scrap iron, 
shipped from Jersey City, N. J., to Luzerne, Pa., was not unrea- 
sonable or otherwise unlawful. The Commission said that for 
the material, I beams, used as mine supports, to have been enti- 
tled to the benefit of the scrap iron rate, the material would 
have had to have been reduced to fragments or pieces so as to 
have been useless for any purpose other than remelting. 


RECONSIGNMENT ON SCRAP IRON 

The Commission, by division 4, in No. 18512, Louis Cohen 

& Son vs. Delaware, Lackawanna & Western, mimeographed, has 
found the assessment of a second reconsignment charge of 
$6.30 on two carloads of scrap iron at Syracuse, N. Y., in 1924, 
unreasonable and awarded reparation. This decision was based 
on the principle laid down in Chestnut Lumber Co. vs. Director- 
General, 89 I. C. C. 236, condemning the assessment of a recon- 
signment charge when a car moved to and from a point on the 
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rates to and from that point, in which case, it pointed out, no 
service greater than that which would .be performed on distinct 
shipments was performed on the reconsigned shipment. 


CLAYED COTTON BAGGING 


The Commission, by division 4, in No. 18652, Cleveland-Akron 
Bag Co. vs. Central of Georgia et al., mimeographed, has found 
inapplicable the rate charged on two shipments of clayed cotton 
bagging, carloads, from Chicamauga, Ga., to St. Joseph, Mo., in 
1923 and 1924, directed the refund of overcharges and dismissed 
the complaint. A rate of 80.5 cents was applied, on what au- 
thority, the Commission said, was not shown. It found the 
applicable rate to have been 70.5 cents. 


RATES ON BLACK POWDER 


The Commission, by division 3, in No. 16938, E. I. du Pont 
de Nemours & Co. vs. Baltimore & Ohio et al., mimeographed, 
has found rates on black powder, moving in interstate com-. 
merce, from Oriental Siding, Fairchance, Pa., to destinations on’ 
the Western Maryland unduly prejudicial but not unreasonable 
or unjustly discriminatory, ordered the removal of the undue 
prejudice and denied reparation. First class rates now apply. 
Second class rates apply to the points on the Western Maryland 
involved, from Youngstown, O., and Quaker Falls, Pa. The 
complainant’s witness, the report said, did not attack the class- 
ification rating as such but that the complainant was seeking 
second class rates because its competitors had such rates. The 
carriers are ordered to remove the undue prejudice not later 
than September 10. The order does not specify the manner in 
which they are to do it. 


RATES ON CRUSHED STONE 


The Commission, by division 2, in No. 17892, North Amer- 
ican Cement Corporation vs. Western Maryland et al., mimeo- 
graphed, has found the rate charged on crushed stone, from 
Security, Md., to Best Gate, Md., moving interstate over the 
Western Maryland, applicable but unreasonable. It has found 
the rate charged on the same commodity, from Security to Best 
Gate, and from Martinsburg, W. Va., to other Maryland destina- 
tions, over the Baltimore & Ohio, inapplicable and awarded 
reparation. It has found the present rates not unreasonable or 
otherwise unlawful. The report also covers two sub-numbers, 
Same vs. Baltimore & Ohio and Same vs. Same. 

The complainant alleged the rates from January 1, 1922, to 
November 24, 1925, were unreasonable and unlawful. The con- 
tention that the rates were unlawful, the report said, was based 
upon the combination rule in effect in the period and upon the 
Commission’s decision in the Sligo Iron Store case, 62 I. C. C. 
643, and 73 I. C. C. 551. 

The finding was that the applicable rate on the shipments 
over the Baltimore & Ohio was $1.10 per net ton; that the rate 
charged by the Western Maryland, sixth class, was applicable 
but unreasonable to the extent it exceeded $1.40 per net ton, 
the present rate. Reparation was awarded to the basis of rates 
of $1.10 and $1.40, 


TANNING EXTRACT RATES 


The Commission, by division 3, in No. 17406, Tennessee Ex- 
tract Corporation et al. vs. Louisville & Nashville et al., mimeo- 
graphed, has found rates on liquid tanning extract, in tank car 
loads, from Nashville, Tenn., to Milwaukee, Wis., and on dry 
tanning extract, in carloads, from Nashville to Huntsville, Ont., 
unreasonable and unduly prejudicial. It has found the applicable 
rates on dry tanning extract, in carloads, from Nashville to 
Kitchener, Ont., not unreasonable or otherwise unlawful. The 
rates in question were combinations based on the Ohio river, 
one of the components being joint rates from the Ohio to the 
Canadian destinations. 

The Commission found the applicable rates to Kitchener 
not unreasonable or otherwise unlawful, but that the assailed 
rate to Milwaukee was unreasonable and unduly prejudicial in 
so far as it exceeded 37 cents. It found that the rate to Hunts- 
ville was, is and for the future will be unreasonable and unduly 
prejudicial, in so far as the transportation was and is within the 
United States, to the extent it exceeded, exceeds or may exceed 
66 cents. 

The report covers two sub-numbers, Same vs. Louisville & 
Nashville et al., and Same vs. Nashville, Chattanooga & St. 
Louis. A cease and desist order was entered in respect of the 
condemned rate to Huntsville. The Commission said it had 
power to inquire whether a joint rate into Canada was unrea- 
sonable or otherwise unlawful and might require defendant car- 
riers within the United States to cease and desist from partici- 
pating in a joint rate found unreasonable or otherwise unlawful. 
It said it had no authority to prescribe a point rate for transpor- 
tation partly in Canada. 

Commissioner Woodlock, concurring in part, said he con- 
curred.in the report except in so far as it undertook to pass upon 
the reasonableness of combination rates to points in Canada 
which included, as components, joint rates from the Ohio River 
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to the Canadian destinations. In his opinion, such rates were 
beyond the jurisdiction of the Commission, he said. 


PAPER CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16064, 
Crown Willamette Paper Co. vs. Western Transportation Co. 
et al., mimeographed, findinng the rates on newsprint and wrap- 
ping paper, from Camas, Wash., and West Linn and Lebanon, 
Ore.,, to Oregon, California, Nevada, Montana, Wyoming, Colo- 
rado Arizona, and Texas not. unreasenable or unduly prejudicial. 
They were alleged to have been unreasonable and unduly preju- 
dicial, on shipments that moved between July 5 and December 
19, 1922, to the extent they exceeded the rates subsequently 
established. Reparation only was sought. : 


BED SPRING RATES PRESCRIBED 


The Commission, by division 3, in a report written by Com- 
missioner Campbell, in No. 16558, Leggett & Platt Spring Bed 
and Manufacturing Co. et al. vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, has found unreasonable and unduly preju- 
dicial, the rates on bed springs or spring beds, compressed, in 
carloads, from Carthage, Mo., to points in Oklahoma and Texas, 
on and since November 27, 1923, awarded reparation and pre- 
scribed new ones. The Commission found that the Class C 
rate charged on two shipments mentioned in the report was 
subject to the two-for-one rule, and that the applicable charges 
were assessed. It further found that the rates assailed, prior 
to November 27, 1923, were not unreasonable and that the com- 
plainants had not been shown to have been damaged by any 
undue prejudice that might have existed, but that the rates 
since then to points in Oklahoma and Texas were, are and 
for the future will be unreasonable and unduly prejudicial to 
the extent that they exceeded, exceed or may exceed rates 
which are 55 and 41 per cent of the first class rate from and 
to the same points prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203, on minima of 12,000 and 30,000 pounds, 
without prejudice to any different conclusions which may be 
reached in No. 18323, Investigation of Rates on Furniture. New 
rates are to be made effective not later than December 5. 


PEANUT RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 17808, Alton Mercantile Co. vs. Atchison, 
Topeka & Santa Fe et al., mimeographed, as to a rate of $1.43 
imposed on three carloads of peanuts shipped from Petersburg 
and Suffolk, Va., to Enid, Okla., in 1923 and 1924. The Com- 
mission, by division 4, has found the rate unreasonable to the 
extent it exceeded $1.23 per 100 pounds. 


BUILDING MATERIAL RATES 


The Commission, by division 4, in No. 18305, Jackson ( Miss.) 
Traffic Bureau for Enochs Lumber & Manufacturing Co. vs. 
Alabama & Vicksburg et al., mimeographed, has found unrea- 
sonable the rates on building material, from Jackson, Miss., to 
Forsythe, Tenn., awarded reparation and ordered new rates to 
be established not later than August 29. The Commission found 
that a fifth class rate of 63.5 cents was applicable and that there 
was an outstanding undercharge of $69.42 on one carload on 
which a rate of 44 cents was collected. The Commission found 
the rate unreasonable to the extent it exceeded or might exceed 
29 cents on a minimum of 30,000 pounds, awarded reparation 
and ordered the 29-cent rate to be established. 


RATE ON ENAMEL 


The Commission, by division 4, in No. 18228, Tennessee 
Furniture Corporation vs. Baltimore & Ohio Chicago Terminal 
et al., mimeographed, has found unreasonable, the rate on 
enamel, other than watch dial enamel, in carloads, from Cicero, 
Ill., to Chattanooga, Tenn., and awarded reparation on two 
carloads which moved in 1924. The assailed rate was found 
unreasonable to the extent that the factor south of Cairo, IIl., 
exceeded the fifth class rate of 56.5 cents. 


RATES ON HORSES AND MULES 


The Commission, by division 4, has dismissed No. 18461, 
Joseph A. Maxwell Sons Commission Co. vs. St. Louis-San Fran- 
cisco, mimeographed, finding that the rates charged on horses 
and mules, from Sikeston and Oran, Mo., to Memphis, Tenn., 
shipped in 1923, were applicable on some shipments and inap- 
plicable on others. It has directed the refund of overcharges. 
The Commission found that a rate of $53.50 per car was ap- 
plicable on all shipments prior to April 1, 1922, and that a rate 
of $75.50 was applicable on shipments on and after that day. 
The question was one of tariff interpretation. 


DEMURRAGE ON LUMBER 
The Commission, by division 4, in No. 18321, Charles S. 
Ash vs. Chicago, Rock Island & Pacific et al., mimeographed, 
has found demurrage charges on a carload of lumber shipped 
from Grant, La., held at Hope, Ark., in April, 1923, inapplicable 
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in part. It has directed refund of the overcharges and dis- 
missed the complaint. The Commission found that the carrier 
had not made deductions for intervening Sundays on which the 
car was held. 


FRESH PEACH CASE DISMISSED 


An order of dismissal has been made in No. 17909, Caruso, 
Rinella, Battaglia Co., Inc., vs. Denver & Rio Grande Western 
et al., mimeographed, the Commission, by division 4, finding 
the rate on fresh peaches, in carloads, imposed on a shipment 
made in 1925, from Palisade, Colo., to Syracuse, N. Y., was not 
unreasonable or otherwise unlawful. 


RATES ON ZINC CONCENTRATES 


The Commission, by division 2, in-No. 15816, United Zinc 
Smelting Corporation vs. B. & O. et al. and cases joined with it, 
opinion No. 12320, 126 I. C. C. 677-99, has ordered a readjustment 
of rates on zinc concentrates from points in the Joplin, Mo.- 
Miami, Okla., ore field, to be made not later than October 1. 
Based on a finding of undue prejudice, it has ordered rates to 
Depue, LaSalle, and Peru, Ill., and Terre Haute, Ind., not in 
excess of those to Danville, Ill.; to Terre Haute also rates not 
exceeding those to East St. Louis and Hillsboro, Ill., by more 
than 3.5 cents; and to Grasselli, Ind., not more than 3 cents 
above Danville. The report was written by Chairman Esch. 


SAW MILL MACHINERY CHARGES 


The Commission, by division 4, in No. 18505, West Florida 
Lumber Co. vs. Georgia, -Florida & Alabama et al., mimeo- 
graphed, has advised” the defendants to reissue the tariffs in- 
volved in this case and any similar tariffs they may have on 
file with it carrying per car rates, and state the rates in units 
of cents per 100 pounds. 

“At the present time, when all classifications and tariff rules 
are framed with a view to their use in connection with rates 
per 100 pounds or per ton,” says the report, “the continuance 
of these obsolete per car rates places on shippers an unrea- 
sonable and unnecessary burden in attempting to verify the 
correctness of the charges they are called upon to pay.” 

In this case the Commission found the charges on saw mill 
machinery, in carloads, from Darnell, La., to Carrabelle, Fla., 
made on a shipment forwarded in May, 1924, inapplicable and 
awarded reparation. The rates charged were three factor com- 
binations based on New Orleans, La., and River Junction, Fla. 
The factor beyond River Junction was published as “$61 per 
car as per classification.” It was with respect to that factor, 
from River Junction to Carrabelle, that the parties were in 
disagreement. The Commission found that the rate on both 
cars involved to River Junction was 142 cents per 100 pounds; 
that beyond River Junction the applicable charge on a mixed 
carload of machinery and boiler was $99.43, and on a carload 
of machinery, $61, and that charges in excess of those items, 
amounting to $570.88, were inapplicable. 


ANTHRACITE RATE UNREASONABLE 

The Commission, by division 4, in No. 18574, Hostler Coal 
& Lumber Co., Inc., vs. Pere Marquette et al., mimeographed, 
has found unreasonable the combination rate on anthracite coal, 
37 carloads, shipped from Avoca, Carbondale, Olyphant, and 
Parsons, Pa., to Fort Snelling, Minn., in 1923, to the extent 
it exceeded $7.34. It has authorized the waiver of undercharges 
and dismissed the complaint. A rate of $7.34 was collected upon 
the assumption that it applied to Fort Snelling as well as to 
the Twin Cities. Later it was discovered that there was out- 
standing a local rate of $1.22 from Twin Cities to Fort Snelling. 
Suit was brought to collect it. Complaint was filed and the 
combination condemned to the extent it exceeded the rate to 
the Twin Cities. 


RATE ON BOILER AND PARTS 


The Commission, by division 4, has dismissed No. 18325, 
Kinnison Brothers vs. Chicago, Burlington & Quincy, Director- 
General et al., mimeographed, finding the carload rate charged 
on a shpment of one boiler and parts, from Kewanee, IIl., to 
Wichita Falls, Tex., in 1919, was applicable. 


GREEN SALTED HIDE RATES 

An order of dismissal has been entered in No. 18022, J. G. 
Curtis Leather Co. vs. Pennsylvania et al., mimeographed, the 
Commission, by division 4, finding not unreasonable, the rates 
on green salted hides, carloads, from points in Indiana, Missouri, 
Illinois, Wisconsin, Kansas, Iowa, Nebraska and Minnesota to 
Ludlow, Pa. The complaint alleged they were unreasonable to 
the extent they exceeded the rates to Buffalo, N. Y., group points. 


SCRAP IRON CHARGES 


The Commission, by division 3, in No. 17296, Hyman- 
Michaels Company vs. Director-General, Cleveland, Cincinnati, 
Chicago & St. Louis et al., mimeographed, has found the charges 
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collected on a carload of wrought iron scrap, from Etowah, 
Tenn., to Cleves, O., in 1919,-inapplicable in part, and awarded 
reparation. 

Charges on two carloads of scrap iron, bought from the 
Louisville & Nashville while it was in the hands of the Rail- 
road Administration, were involved. The scrap was bought 
f. o. b. Louisville & Nashville tracks at Cincinnati. The car 
was reconsigned to Cleves, O. The complainant admitted the 
legality of the freight rate from Cincinnati to Cleves, but ob- 
jected to the charge for reconsignment and demurrage, the lat- 
ter due to the railroad’s delay. The Louisville & Nashville re- 
funded those charges to the complainant but when it could not 
get the money from the Railroad Administration it undertook 
to re-collect from the complainant. At the hearing the Rail- 
road Administration promised to refund to the Louisville & 
Nashville. 

The second car was billed from Etowah to Cleves and 
freight for the whole movement was collected notwithstanding 
the contract with the Railroad Administration for f. 0. b. deliv- 
ery at Cincinnati. The Commission specifically found that 
charges were collected in excess of those named in the effective 
tariff. It said the only transportation service rendered for the 
complainant was the switching from Cincinnati to Cleves, for 
which the rate was 17.5 cents per long ton and awarded repara- 
tion to that basis. 


SAND TO FORT SMITH, ARK. 


The Commission, by division 4, in No. 18827, Harding Glass 
Co. vs. Missouri Pacific et al., mimeographed, has found a rate 
of 12 cents on sand, from Pacific, Mo., to Fort Smith, Ark., in- 
applicable on some shipments and unreasonable on others when 
they moved over the St. Louis-San Francisco but applicable and 
not unreasonable on shipments moving over the Missouri Pacific 
between those points. It has directed refund on the shipments to 
which the rate was found inapplicable to the basis of a rate of 
11.5 cents and awarded reparation to the basis of 11.5 cents on 
shipments that moved over the Frisco when the 12-cent rate 
was applicable via that route, as well as the route of the Mis- 
souri Pacific. The rate of 11.5 cents used as the standard is 
made by the use of the scale prescribed in Memphis-Southwest- 
ern Investigation, 77 I. C. C. 473, being for the distance of 381 
miles, via the Frisco, between Pacific and Fort Smith. The 
Missouri Pacific route between those points is 530 miles. 


CONTROL AUTHORIZED 


With Commissioner Eastman noting a dissent, the Commis- 
sion, by division 4, in finance No. 6175, has authorized the Chi- 
cago and Eastern Illinois Railway Company to acquire control 
of the Chicago Heights Terminal Transfer Railroad Company 
by purchase of capital stock. It prescribed terms and conditions 
recommended by Examiner Haskell C. Davis in his proposed 
report in the case. These terms and conditions, adopted by the 
Commission, were set forth in The Traffic World of June 11, p. 
1512, “Chicago Heights Terminal.” . 


OSWEGO GRAIN RATES 
Arguments were made to the Commission on July 13, in No. 
17837, City of Oswego, N. Y., vs. Baltimore & Ohio et al., by 
Karl Knox Gartner, for the complainant, W. J. Larrabee, for the 
defendants, and D. S. Jackson, the last mentioned, for the Buf- 


-falo Corn Exchange, an intervener against any change in the 


grain rates from lake ports to the east. In this case Oswego 
interests, in anticipation of the enlargement of the Welland 
Canal by the Canadian government, seek rates on ex-lake grain 
two cents under Buffalo to the east on the ground of difference 
in distances, to New York, with the usual adjustment to Phila- 
delphia and Baltimore on the port differential basis. (See 
Traffic World, April 23, p. 1052.) The railroads and Buffalo 
object to any change in the grain rates that would give Oswego 
lower rates on ex-lake grain than Buffalo. 


DISTRIBUTION OF DECISIONS 


The Commission, in a notice addressed to the press and the 
public, has called attention to a notice issued April 16, last, in 
which it set forth that, on account of an inadequate printing 
appropriation, it would have to restrict, for the balance of the 
then current fiscal year, the free distribution of its publications. 
(See Traffic World, April 23, p. 1050.) 

In its latest notice on that subject the Commission says it 
will be necessary to continue the restriction of free distribution, 
as indicated in its notice of April 16, during the present fiscal 
year, which extends from July 1, 1927, to June 30, 1928, “due 
to limited appropriation for printing.” 


CHANGES IN DOCKET 


Argument in No. 18216, National Leather Company vs. Santa 
Fe et al., and No. 18643, Armour & Company et al. vs. Santa Fe 
et al., assigned for July 13, at Washington, D. C., was postponed 
to a date to be hereafter fixed. 
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FRESH MEAT SWITCHING 

Examiner S. A. Aplin has recommended the dismissal of 
No. 18806, Armour & Co. vs. Great Northern et al., on a finding 
that the switching charges collected on fresh meats, packing- 
house products, and other articles from South St. Paul, Minn., 
to St. Paul, Minn., and from St. Paul to South St. Paul under 
attack, were legally applicable. The charges between May 1, 
1922, and August 25, 1925, were alleged to have been in excess 
of those applicable, in violation of section 6. This case was 
heard jointly with the Minnesota commission. The charges 
were those assessed on less-than-carloads, $7 per car prior to 
July 1, 1922, and $6.30 thereafter, on movements between the 
packing plants and the stations of the carriers. On October 
1, 1925, a charge of $3.65 per car was established. The examiner 
said that a similar situation was dealt with in Armour & Co. 
vs. Director-General, 104 I. C. C. 603, and that there was nothing 
in the present record to warrant a finding in this case different 
from that in the earlier case. Therefore, the examiner said, 
the complaint should be dismissed. 


GLASS SAND RATES 


Examiner Bronson Jewell, in a report on No. 18718, Amer- 
ican Window Glass Co. vs. Pennsylvania et al., on which he held 
a joint hearing with the Pennsylvania commission, has recom- 
mended that the Commission find unreasonable the rate on 
glass sand, from points in the so-called Hancock district in 
West Virginia and Maryland to destinations near Pittsburgh, Pa. 
The complaint alleged the rates from the Hancock district to 
New Kensington, Jeannette, Monongahela City, and Belle Vernon: 
Pa., were and are unreasonable. 

A similar complaint against rates from the Mapleton district 
in Pennsylvania was filed with the Pennsylvania commission. 
The sand from the two districts is used in the glass plants 
near Pittsburgh. 

The examiner said the Commission should find the rates 
from the Hancock district, also called the Berkeley district, 
including Hancock and Berkeley Springs, W. Va., and Tonolo- 
way and Round Top, Md., to Belle Vernon, Jeannette, Mononga- 
hela City and New Kensington, Pa., was, is and for the future 
will be unjust and unreasonable to the extent it exceeded, ‘ex- 
ceeds or may exceed $1.95 per net ton, order the new rate for 
the future and award reparation. 


RATES ON FURNITURE 


Dismissal of the complaint in No. 18925, King-Haase Furni- 
ture Co. et al. vs. Ann Arbor et al., has been recommended by 
Examiner H. L. Main on a proposed finding that rates on ship- 
ments of furniture, carloads, from points in Georgia, Illinois, 
Indiana, Kentucky, Michigan, Mississippi, North Carolina, Ohio, 
Tennessee, Virginia and Wisconsn to Memphis, Tenn., were 
applicable. Refund of alleged overcharges was sought. 


CHARGES ON FRAMES " 

In No. 19392, Gamble Robinson Co. vs. Minneapolis & St. 
Louis, Examiner P. F. Mackey has recommended dismissal of 
the complaint on a finding that charges collected on frames used 
in shipments of bulk cabbage from Donna and Corpus Christi, 
Texas, to Minneapolis, Minn., were applicable. 

RATE ON INSULATORS 

Dismissal of the complaint in No. 19124, Baker-Joslyn Co. vs. 
Chicago, Burlington & Quincy et al., has been recommended by 
Examiner Paul A. Colvin on a finding that a rate of $1.18 charged 
on porcelain insulators from Macomb, Ill., to Los Angeles and 
San Francisco, Calif., was not unreasonable. 


RATES ON BUILDING MATERIALS 


Dismissal of the complaint in No. 17468, Philip Carey Co. 
et al. vs. Atchison, Topeka & Santa Fe et al., has been recom- 
mended by Examiner E. H. Kerwin on a proposed finding that 
rates on building and roofing materials, carloads, from Lockland, 
Carthage, and Cincinnati, Ohio, to destinations in Colorado, 
Iowa, Kansas, Missouri, Nebraska, South Dakota and Wyoming, 
are not unreasonable or unduly prejudicial. He said the finding 
should be without prejudice, as to the factors west of the Mis- 
sissippi River crossings, to any conclusion that might be reached 
upon the more comprehensive record in No. 17170, American Tar 
Products Ce. et al. vs. A. T. & S. F. et al., and other cases. The 
case was ‘Gonsolidated for hearing with No. 17170. Some evidence 
was introdyced as to No. 17468, but a further hearing was held 
in that case. The allegation was that the rates assailed were 
unreasohable, and as compared with the rates on like traffic 
from certain points in Illinois to the same destinations, unduly 


s, 


preferential of complainants’ competitors at those points and 
unduly prejudicial to complainants. 


COAL TO BLUEFIELD 

Examiner C. W. Berry has recommended dismissal of the 
complaint in No. 17400, Appalachian Power Co. et al. vs. Nor- 
folk & Western, on a finding that rates on bituminous coal from 
the Pocahontas, Tug River and Thacker coal districts in West 
Virginia and Clinch Valley districts Nos. 1 and 2 in Virginia to 
Bluefield, Va., and Bluefield, W. Va., were and are not unreason- 
able. 


CHARGES ON ALCOHOL 

An award of reparation has been recommended by Attorney- 
Examiner John McChord in No. 19282, David Berg Industrial 
Alcohol Co. vs. Reading, on a finding that charges collected for 
dunnage and bracing alcohol in drums and barrels, shipped from 
defendant’s Catharine Street Station in Philadelphia, Pa., to 
interstate points were and are unlawful and unreasonable. The 
report said there was no lawful tariff authorizing the charges 
assessed when made. 


REPARATION ON COAL 


Examiner J. Edgar Smith, in a proposed report on further 
hearing in No. 16699, Crerar Clinch Coal Co. vs. Ann Arbor 
et al., has recommended modification of the finding in the orig- 
inal report, 118 I. C. C. 171, to the extent of awarding reparation 
only for misrouting of one carload of coal which moved Septem- 
ber 20, 1922, under partial routing, from Herrin, Ill., to North 
Star, Mich. 


COAL TO CHICAGO 


Dismissal of the complaint in No. 18924, New River Coal 
Operators’ Association vs. Chesapeake & Ohio et al., has been 
recommended by Attorney-Examiner William A. Disque on a 
finding that the combination rate of $4.62 on bituminous coal 
from Group No. 1 mines on the C. & O. in the New River district 
of West Virginia, to Chicago, Ill., applicable in connection with 
the C. M. & St. P., as a delivering carrier, was not shown to be, 
for the past or future, unreasonable or unduly prejudicial. 





CHARGES ON STRAWBERRIES 


Examiner T. K. Carpenter has recommended dismissal of the 
complaint in No. 19143, J. C. Burns vs. Chicago, Burlington & 
Quincy et al., on a finding that rates and refrigeration charges 
on a carload of strawberries from Bradford, Ark., to La Crosse, 
Wis., were applicable. 


CHARGES ON GREEN PEARS 


Dismissal of the complaint in No. 16364, Joint Council of 
the International Apple Shippers’ Association et al. vs. Erie et 
al., has been recommended by Examiner Harry C. Barron on a 
finding that a charge of $7.50 per car under rule 240-C of Fair- 
banks’ perishable protective tariff on a shipment of green pears 
from Voorhies, Ore., to New York City, stored in transit at 
Jersey City, N. J., was applicable and that such charge was and 
is not unreasonable or otherwise unlawful. 


RATES ON SAND AND GRAVEL 


In a proposed report in No. 18874, Bellevue Sand & Gravel 
Co. vs. Chicago, Burlington & Quincy et al., Attorney-Examiner 
George M. Curtis has recommended that the Commission find 
rates on sand and gravel from Koss Spur, Ia., to destinations on 
defendants’ lines in Illinois, except from Koss Spur to East 
Dubuque, Ill., prior to May 6, 1925, were, are and for the future 
will be unreasonable and unduly prejudicial to the extent that 
they exceeded or exceed rates ranging from 76 cents to $1.01 per 
net ton, and award reparation. He said the Commission should 
further find that the rates from Koss Spur to East Dubuque, 
prior to May 6, 1925, in excess of 76 cents, resulted in over- 
charges that should be refunded. 


RATES ON EXCELSIOR WOOD € 


Examiner T. K. Carpenter, in a proposed report in No. 19276, 
Boston Excelsior Co. vs. Delaware & Hudson et al., has rec- 
ommended that the Commission find that the applicable sixth- 
class rate of 28.5 cents charged on shipments of excelsior wood 
from Cadosia and Hancock, N. Y., to Lebanon, N. H., and the 
present rate, were, are and for the future will be unreasonable 
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to the extent that they exceeded, exceed or may exceed 18.5 
cents, and award reparation. 


REPARATION ON WIRE SPRINGS 


An award of reparation has been recommended by Examiner 
R. M. Collins in No. 18921, Barker Bros., Inc., vs. Southern et 
al., on a finding that a rate of $1.95 charged on coiled wire 
springs from Cincinnati, O., to Los Angeles, Calif., was unreason- 
able to the extent that it exceeded $1.78. 


INDUSTRIAL ROAD COAL RATES 


In a proposed report in No. 18873, Cheney Brothers, Inc., 
et al. vs. South Manchester R. R. Co. et al., Examiner J. P. 
McGrath said the Commission should find that the South Man- 
chester, the stock of which is owned by Cheney Brothers, Inc., 
one of the complainants, was a common carrier lawfully entitled 
to participate in and receive divisions of joint interstate rates. 
The South Manchester, the examiner said, by answer and cross 
complaint, consented to the establishment of joint rates to 
replace the combinations now in effect. The rates involved were 
those on anthracite and bituminous coal and coke. McGrath 
recommended new rates as reasonable ones and recommended 
the measure of the divisions to be accorded to the South Man- 
chester road, which connects with the New Haven. The first 
question to be decided was as to whether the South Manchester, 
which serves about 50 industries, was a common carrier. Mc- 
Grath recommended a finding that it was. 

The examiner recommended that the all-rail rate assailed on 
prepared sizes of anthracite coal and on anthracite briquettes 
and boulets was and is not unduly prejudicial but that it was 
unreasonable in so far as it exceeded $4.66 per long ton, which 
was the rate to points around South Manchester prior to June 1, 
1927, and is and for the future will be unreasonable to the extent 
it may exceed $4.54, the rate since June 1 to points around South 
Manchester, and award reparation to that basis. He said the 
showing made in respect of rates on pea and smaller sizes of 
hard coal was insufficient either to warrant a finding of unreason- 
ableness of those rates or to enable the Commission to prescribe 
a definite relationship between those rates and the rates on 
the prepared sizes. 

As to the all-rail rate on coke, from the Connellsville region 
of Pennsylvania and the Cumberland region of Maryland, he 
said the Commission should find it was, is, and for the future 
will be unreasonable to the extent it exceeded, exceeds, or may 
exceed $5.54 per net ton. As to the all-rail rates on soft coal, 
McGrath said the Commission should find them unreasonable 
to the extent they exceeded or might exceed $4.60 per long ton 
from the Clearfield region of Pennsylvania, and $5.70 per long 
ton from the New River, Pocahontas and Clinch Valley No. 1 
districts of West Virginia. 

McGrath said the rates assailed on tidewater coke were 
and are not unreasonable or unduly prejudicial; and that the 
rates assailed on tidewater coal were and are not unreasonable 
or unduly prejudicial, except that the rate assailed on soft 
coal from New Haven is and for the future will be unreasonable 
to the extent that it exceeds or may exceed $1.50 per long ton. 

As to divisions the examiner said the record was inadequate 
to enable the Commission to determine a reasonable and equi- 
table division to the South Manchester on the $1.50 rate on 
tidewater coal from New Haven. He said, that considering the 
measure of the rate, it would seem however, that the division 
to be accorded the South Manchester should be less than the 
division on all-rail traffic. He said that if the carriers were 
unable to agree on a reasonable division they might apply for 
further hearing in respect thereto. 

McGrath said that the Commission should find that a just, 
reasonable and equitable division of the joint rates on all-rail 
anthracite and bituminous coal and coke recommended by him 
would be 31.5 cents per ton, net or long ton as rated, to the 
South Manchester and the remainder to the other defendants. 
That is equal to the local rate of the South Manchester on hard 
and soft coal. 


TENTATIVE VALUATION REPORTS 


Pittsburgh and Ohio Valley Railway Company, as of June 30, 1919, 
owned and used property, $153,000. 

East St. Louis Junction Railroad Company, as of June 30, 1919, 
total owned property, $432,746; total used property, $1,632,746. 

East St. Louis Connecting Railway Company, as of June 30, 
1919, total owned property, $1,878,525; total used property, $3,341,445. 

Tavares and Guif Rail Road Company, as of June 30, 1918, total 
owned property, $301,819; total used property, $311,162. 

Charlotte Harbor & Northern Railway Company, as of June 30, 
1918, total owned property, $2,861,844; total used property, $2,861,200. 

St. Louis Transfer Railway Company, as of June 30, 1919, total 
owned property, $218,000; total used property, $833,486. 

Manufacturers’ Junction Railway Company, as of June 30, 1919, 
total owned property, $814,811; total used property, $801,153. 

The Belt Railway Company of Chicago, as of June 30, 1918, total 
owned property, $500,000; total used property, $17,640,340. The latter 
figure includes $17,000,000 on property leased from the Chicago and 
Western Indiana Railroad Company, and $18,250 on property leased 
from the Chicago, Peoria and Western. On date of valuation the 
Belt Railway of Chicago had outstanding a total par value of 
$2,880,000 in common stock. It had no long-term debt outstanding. 
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Chicago and Western Indiana Railroad Company, as of June 30, 
1918, total owned property, $55,940,970; total used property, $24,290,- 
000. On date of valuation the company had outstanding a total par 
value of $72,743,527.16 in stock and long-term debt, of which $5,000,- 
000 represented common stock, $65,837,666.67 funded debt unmatured, 
and $1,905,860.49 non-negotiable debt to affiliated companies. Invest- 
ment in road and equipment, including land, on date of valuation, 
was carried in the company’s books at $65,520,079.58. With readjust- 
ments this would be reduced to $58,835,196.62, the report said. 

Arkansas & Memphis Railway Bridge and Terminal Company, 
as of June 30, 1918, total owned property, $5,020,963; total used prop- 
erty, $5,008,107. 


FINAL VALUATON REPORTS 


Valuation Docket No. 935, Wilmington, Brunswick & Southern 
Railroad Co., opinion No. B-534, 125 I. C. C. 183-94, final value for 
rate-making purposes of property owned and used for common carrier 
purposes, found to be $287,500, as of June 30, 1917. 

Valuation Docket No. 704, Lorain & Southern Railroad Company, 
opinion No. B-537, 125 I. C. C. 234-50, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $65,833, and of property used but not owned, $402, as 
of June 30, 1917. 

Valuation Docket No. 811, Live Oak, Perry & Gulf Railroad 
Company, opinion No. B-536, 125 I. C. C. 213-33, final value for 
rate-making purposes of property owned and used for common carrier 
purposes found to be $699,400, and of property used but not owned, 
$7,115, as of June 30, 1917. 

Valuation Docket No. 655, Tuskegee Railroad Company, opinion 
No. B-535, 125 I. C. C. 195-212, final value for rate-making purposes 
of property owned and used for common carrier purposes found to be 
ae and of property used but mot owned, $640, as of June 30, 

Valuation Docket No. 800, Champlain Transportation Company, 
opinion No. B-539, 125 I. C. C. 272-92, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to nig at and of property used but not owned, $10,500, as of 
June 30, ‘ 


UNCONTESTED FINANCE CASES 

The Texas & New Orleans has been authorized to abandon a 
branch line between Rockland and Turpentine, Tex., a distance of 
10% miles. 

The Chesapeake & Potomac Telephone Company of West Virginia 
has been authorized to acquire the property of the Limestone Tele- 
phone Company. 

The Erie has been authorized to issue and sell $6,422,000 of equip- 
ment trust certificates at not less than 98.68 per cent of par and 
accrued dividends. 

John D. Dickson, receiver of the Pittsburg, Shawmut & 
Northern, has been authorized to issue $2,044,350 of receiver's 
certificates and one promissory note for $322,000. 

The Seaboard Air Line has been authorized to issue and sell 
$850,000 of equipment trust certificates at not less than 97.6 per cent 
of par and accrued dividends, and $152,500 of deferred equipment trust 
certificates at not less than par. 


FINANCE APPLICATIONS 

The Missouri Pacific has asked authority to extend its lines by 
acquiring and operating a line of railroad owned by. the Coal Belt 
Electric Railway Company from a point near Marion to Hafer and 
Herrin, Ill., a distance of approximately 10 miles. The capital stock 
of the Coal Belt is owned by the Missouri Pacific. The line has 
been operated under a trackage agreement since March 1, 1920, by 
the Missouri Pacific. 

The Greenbrier, Cheat & Elk Railroad Company has applied for 
authority to extend its line by acquiring an existing line of railroad 
extending from Cheat Junction to Spruce, W. Va., a distance of 
about 39 miles, owned by the West Virginia Pulp & Paper Company 
which owns the stock of the applicant. The acquisition, according 
to the application, is a necessary step in the transactions by which 
the Western Maryland will acquire the property of the Greenbrier, 
Cheat & Elk. The line of the applicant, including that from Cheat 
Junction to Spruce, will extend from Bergoo to Cheat Junction where 
it connects with the Western Maryland. 

The Kansas, Oklahoma. & Gulf has asked authority to issue a 
note- for $246,000 covering the balance due on five locomotives. 

Authority to abandon about 3% miles of line from Newport to 
Jacksonport, Ark., has been asked by the Chicago, Rock Island & 
Pacific and the Choctaw, Oklahoma & Gulf. Traffic over the line has 
been negligible and the recent floods have damaged the line to such 
an extent that it can not be operated and it will require $30,000. to 
restore the line for operation, ey to the applicants. 

Ww. . Bremer, receiver of the inneapolis & St. Louis, "has 
asked authority to issue $200,000 of receiver’s certificates in renewal 
of like amount now outstanding. 

The San Diego and Arizona Railway Company has applied for 
authority to issue and deliver renewal promissory notes in an-amount 
of $2,573,371.92. a 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 16200, Oklahoma Traffic Assn. vs. 
Alabama & Vicksburg et al., have asked the Commission to va- 
cate and set aside the order entered on May 21, 1927, and to 
grant reargument therein. 

The Egyptian Powder Co., the Equitable Powder Mfg. Co., 
the Western Powder Mfg. Co., E. I. du Pont de Nemours & Co., 
Swift & Co., Armour Fertilizer Works, Monsanto Chemical 
Works, and the Grasselli Chemical Co., corporations, complain- 
ants in No. 16411, Egyptian Powder Co. vs. Illinois Central et al., 
and consolidated cases, have asked the Commission to reopen 
for reargument and reconsideration the above, decided by divi- 
sion 1, on May 10, 1927. 

The complainants in No. 16778, Cady Lumber Corp. et al. 
vs. Apache, have asked for a rehearing, reargument, or modifica- 
tion of opinion and order therein, in so far as rates for the 
future are concerned. 

The complainant in No. 16976, Indian Refining Co., Inc., vs. 
Louisville & Nashville et al., has asked for a reopening and re 
consideration therein. 

The defendants in No. 17165, The Nivison-Weiskoff Co. vs. 






July 1 


Alaba: 
modif; 
Tl 
vs. Ss 
preser 
TT 


& Lol 

T 
vs. Se 
sole p 
charg 
during 

T 
et al. 
for O1 

In 
istique 

T 
Grassi 
asked 
sidera 


Geo. ( 
have 
A 
carrie 
day s 
and a 
the C 
the Si 
7 
lantic 
the p 


i 
July 
ment; 
Nos. | 
the r 
order 
stock 
cann¢ 
great 
in tai 
suspe 
furni: 
to cc 
if te1 
40-for 


July 
No. : 
B-233 
The 
ing } 
and/ 
prope 


F 
$12.50 
ice fl 
are f 
car. 


July 


stric 
and 

ings 
is il 
post: 





ene} 
wit 
acer 
dire 
tiga 
Bor 
desi 









io. 3 


e 30, 
290,- 
| par 
000,- 
ured, 
vest- 
tion, 
just- 


any, 
orop- 


thern 
e for 
rrier 


any, 
uking 
poses 
2, as 


lroad 
: for 
rrier 
vned, 
inion 
90Ses 
to be 
e 30, 


pany, 
pur- 
ound 
is of 


ona 
ce of 


ginia 
Tele- 


quip- 
and 


it & 
ver’s 


| sell 
cent 
trust 


‘is by 
Belt 
- and 
stock 
has 
), by 


d for 
lroad 
‘e of 
pany 
rding 
vhich 
brier, 
‘heat 
vhere 


ue a 


rt to 
id & 
> has 
such 
00. to 


has 
1ewal 


i for 
iount 


. V8. 
> va- 
id to 


Co., 

Co., 
nical 
lain- 
t al., 
open 
divi- 


€ al. 
ifica- 
' the 


, vs. 
d re 








July 16, 1927 





Alabama & Vicksburg et al., have asked the Commission to 
modify the second paragraph of its order of June 2, 1927. 

The complainant in No. 17287, American Window Glass Co. 
ys. Santa Fe et al., has asked for reopening for purpose of 
presenting oral argument. 

The complainant in No. 17752, Dallas Paper Co. vs. Arkansas 
& Louisiana Missouri Railway et al., has asked for rehearing. 

The complainant in No. 17309, Texas Pacific Coal & Oil Co. 
vs. Santa Fe et al., has asked for reopening of proceeding for 
sole purpose of proving said complainant paid and bore freight 
charges on shipments that moved subsequent to hearing and 
during pendency of such proceeding. 

The complainants in No. 17745, National Petroleum Assn. 
et al. vS. Baltimore & Ohio et ail., have asked for rehearing and 
for oral argument before entire Commission. 

In finance No. 1614, the Traverse City, Leelanau & Man- 
istique has filed a petition for rehearing. 

The General Chemical Co., intervener in No. 16655, the 
Grasselli Chemical Co. vs. Alabama Great Southern et al., has 
asked the Commission to reopen the proceeding for further con- 
sideration and grant a rehearing. 

The defendants in No. 18087 (and Sub. Nos. 1 to 11 thereto), 
Geo. C. Speir & Co., Inc., et al. vs. Atlanta & West Point et al., 
have filed a petition asking for a rehearing. 

Agent E. B. Boyd has filed a petition for the defendant 
carriers in No. 16411 and consolidated cases, asking for a sixty- 
day suspension of the effective date of the Commission’s order 
and also requesting a modification by eliminating the Santa Fe, 
the Chicago, Rock Island & Pacific, the Missouri Pacific and 
the St. Louis-San Francisco from the list of defendant lines. 

The complainant in No. 16867, Gulfport Fertilizer Co. vs. At- 
lantic Coast Line et al., has asked the Commission to repoen 
the proceeding and grant reargument. 


SUSPENDED TARIFFS 


In I. and S. No. 2944, the Commission has suspended from 
July 12 until February 12, schedules as published in Supple- 
ments Nos. 5 and 4 to Agent J. E. Johanson’s tariffs I. C. C. 
Nos. 1924 and 1940. The suspended schedules propose to change 
the rule governing the furnishing of cars of greater length than 
ordered by shippers in connection with the movement of live- 
stock from points in the Southwest. At present when carrier 
cannot furnish cars of length ordered, it may furnish cars of 
greater length and such cars may be used on the basis provided 
in tariff for cars of the length ordered by shippers. Under the 
suspended schedules, the carrier would have the alternative of 
furnishing only a sufficient number of larger cars as would serve 
to cover the length contemplated in the order. For example, 
if ten 36-foot cars are ordered, total length 360 feet, only nine 
40-foot cars, total 360 feet, would be furnished. 

In I. and S. No. 2945, the Commission has suspended from 
July 10 until February 10 schedules as published in supplement 
No. 18 to Atlantic Coast Line. Railroad Company I. C. C. No. 
B-2331 and other tariffs of individual line and agency issue. 
The suspended schedules propose to assess charges for furnish- 
ing refrigerator cars on shippers’ order to load with bananas 
and/or cocoanuts at south Atlantic ports and Tampa, Fla. These 
proposed charges are as follows: 


For iced refrigeerators cars or when bunkers of cars are used, 
$12.50 per car, which charge shall be in addition to the cost of any 
ice furnished by the carrier or its agent. When dry refrigerator cars 
are furnished and the movement is without ice in bunkers, $5 per 
car. 

In I. and S. No. 2946 the Commission has suspended from 
July 15 until February 15, schedules as published in Boyd’s 
I. C. C. No. A-1622. The suspended schedules propose to re- 
strict the application of, and increase proportional rates on iron 
and steel articles from upper east-bank Mississippi River cross- 
ings to Des Moines, Fort Dodge and Perry, Ia. The following 
is illustrative: Iron and steel articles, viz.: Barb wire, gates, 
posts, carloads. Rates in cents per 100 pounds: 
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_ (a) Applies only on shipments originating at points east of Illi- 
nois-Indiana state line. 


(by) Applies only on shipments from Anderson, Industry and 
Muncie, Ind. 


(c) Applies only on shipments from Kokomo, Ind. 


D. & R. G. W. ACCIDENT CASE 


Officials of the Denver & Rio Grande Western have taken 
energetic-measures to correct conditions criticized in connection 
with a wreck that occurred August 20, 1925, near Granite, Colo., 
according to a second supplemental report of W. P. Borland, 
director of the bureau of safety of the Commission, in the inves- 
tigation of the causes of the accident. The original report, Mr. 
Borland said, called attention to the existence of “a very un- 
desirable situation with respect to the handling of train orders.” 
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In the first supplemental report it was stated that no apparent 
improvement in the situation had been made and it was decided 
to make a second supplemental investigation. The latter inves- 
tigation, according to Mr. Borland, indicated that there were 
still a few irregularities to be cleared up. He said, however, 
with the exceptions noted, what had been accomplished by the 
officials of the road “furnishes a striking example of what can 
be done in the way of changing practices which, in some cases 
at least, appear to have been in existence for years.” 

“A continuance of these efforts, with close supervision on 
the part of division officials, will result in the maintenance of a 
high standard of operation under the train-order system, which 
should reduce to a minimum the possibility of the occurrence of 
collisions similar to the one which occasioned these investiga- 
tions,” said Mr. Borland. 


DEPRECIATION CHARGES CASE 


A petition for rehearing in No. 15100, Depreciation Charges 
of Steam Railroad Companies, has been filed with the Commis- 
sion by the Presidents’ Conference Committee on Federal Valu- 
ation of the Railroads of the United States. The Commission, in 
this proceeding, established rules for depreciation accounting. 
(See Traffic World, December 4, 1926, p. 1300.) 

The order of the Commission, the carriers say, as the report 
concedes, provides for a radical change in present methods of 
accounting, and upsets a system of accounting followed and 
approved by the Commission ever since it came into existence, 
and, therefore, merits and requires a more complete presenta- 
tion in detail of the views and the evidence of the steam railroad 
carriers on the effect of the proposed new system of accounting 
than was possible at the original hearing under the conception 
and understanding at that time of the scope and extent of the 
hearing. 

The committee speaking for the railroads says that it desires 
the opportunity to show that the order is based on fundamental 
errors of both law and fact and to point out that it includes 
and covers provisions injuriously affecting, if carried into oper- 
ation, the interests and rights of steam railroad carriers, some 
of which were not considered or discussed preceding the making 
and filing of the order. The petition set forth a number of 
reasons, why in the opinion of the carriers, the Commission was 
in error. 

Counsel for the New York Central lines filed a separate 
petition for rehearing in No. 15100, depreciation charges of steam 
railroad companies. 


COMMISSION ORDERS 


The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 1008, Southern Pacific et al., and 
Valuation No. 1012, Gary & Western. 

The complainant’s petition for rehearing in No. 17682, Milne 
Lumber Co. vs. Detroit, Toledo & Ironton, has been denied. 

The Commission has reopened for further hearing, No..17704, 
G. W. Harp vs. Seaboard Air Line, at such time and place as 
it may hereafter direct. 

The complainants’ petition for reconsideration in No. 16970, 
Petroleum Oils Corp. et al. vs. Santa Fe et al., has been denied. 

The complainant’s petition for reargument in No. 16672, 
Brownell & Field Co. vs. New Haven et al., has been denied; 
and this proceeding reopened for reconsideration on the record 
as made. 

The protestant’s petition for an oral argument in I. & S. 
2831, stone, from Champaign, IIll., to certain points in Central 
Freight Association territory, has been denied. 

The Commission has reopened for reconsideration upon the 
record as made, with respect to the reasonableness of the rates 
charged on shipments of fresh meats and packing-house prod- 
ucts, in less-than-carloads, made by complainant, and upon the 
question of whether complainant is entitled to reparation on 
such shipments, No. 15027, Peyton Packing Co. et al. vs. Arizona 
Eastern et al. 


The Commission has further modified its order in No. 15037, 
Southwestern Millers’ League et al. vs. Santa Fe et al., so as 
to make it effective on September 15 instead of on August 15, 
and has denied the defendants’ petition for rehearing, reargu- 
mnt and reconsideration. 

The Commission has modified its order in No. 15584 (and 
consolidated cases), Sinclair Refining Co. et al. vs. Ahnapee & 
Western et al., so that it will become effective on November 
20, in so far as it requires the establishment of rates prescribed 
therein to St. Louis, Mo., and destinations east of the Missis- 
sippi River to which the short routes from Tulsa, Okla., make 
through Mississippi River crossings, Davenport, Ia., and south. 
The defendants or other participating carriers are authorized 
to further postpone until November 20 the effective date of all 
schedules which have been filed in compliance with the Com- 
mission’s order of January 14 in so far as it prescribes rates 
to the destinations above mentioned. 

The Commission has modified its order in No. 17804 (and 
consolidated cases), Standard Nut & Bolt Co. vs. New York, 
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New Haven & Hartford et al., so that it will become effective 
on October 10. 


The Escanaba Paper Co., the Fort William Paper Co., Ltd., 
the Manitoba Paper Co., Ltd., the Spanish River Pulp & Paper 
Mills, Ltd., the G. H. Mead Co., Guy Tombs, Ltd., Brompton Pulp 
& Paper Co., Ltd., Canada Paper Co., Ltd., Canadian Export Paper 
Co., Ltd., Donnacona Paper Co., Ltd., Laurentide Co., Ltd., Port 
Alfred Pulp & Paper Corporation, and St. Maurice Valley Corpo- 
ration have each been authorized by the Commission to intervene 
in No. 19694, the St. Regis Paper Co. vs Santa Fe et al. 

The Commission has further modified its order in No. 17517 
(and consolidated cases), in re rates on chert, clay, sand and 
gravel within the state of Georgia, so as to make it effective 
on October 1 instead of on August 1. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 19620, Board of Railroad Commissioners of the 
state of Iowa vs. Santa Fe et al. 


The Wisconsin Canners’ Association has been authorized to 
intervene in No. 19646, Gopher State Canneries, Inc., vs. Santa 
Fe et al. 


John Magnus & Co. has been permitted to intervene in No. 
19672, The Robinson-Ransbottom Pottery Co. vs. Pennsylvania. 


The Champion Fibre Co. has been authorized to intervene in 
No. 19711, John Heald & Co., Inc., vs. Louisville & Nash- 
ville et al. 

The Western Union Telegraph Co. has been authorized to 
intervene in Valuation Docket Nos. 997 and 1009, in re the 
Coal & Coke Railway, and The Staten Island Rapid Transit 
Railway et al., respectively. 

The petition of Live Stock Traffic Association and Healy 
Co. for reconsideration of further hearing in No. 15565, Live 
Stock Traffic Association vs. Abilene & Southern et al., and No. 
16131, Healy & Co. vs: Santa Fe et al., has been denied. 

The Commission has reopened for reconsideration on the 
records as made, No. 17261, Tallulah Cotton Oil Co., J. V. 
Wright, lessee, vs. Alabama & Vicksburg et al., and No. 15501, 
Southland Cotton Oil Co. vs. Alabama & Vicksburg et al.; and 
the order entered in these proceedings, on May 10, 1927, which 
was by its terms made effective July 16, 1927, has been modi- 
fied so that it will become effective on September 16, 1927. 

The defendants’ petition for reopening, reconsideration and 
consolidation with No. 18458, rates on petroleum and petroleum 
products within the territory on and east of the Mississippi 
River, and south of Ohio River, and east of the Indiana-Illinois 
state line, and from points without to points within said terri- 
tory, in No. 14995, Phillips Petroleum Co. vs. Santa Fe et al., 
has been denied. 

The petition of J. T. Clarke and Ella R. Clarke, interveners, 
in finance No. 6007, control of Cincinnati, Indianapolis & West- 
ern by Baltimore & Ohio, for reopening and reconsideration 
thereof and argument thereon, has been denied. 

The petition of the Manchester Terminal Co. for leave to 
intervene and for reconsideration and modification of the order 
entered in No. 14940, Application of Rates on Cotton to Gulf 
ports, 13991, Weatherford, Crump & Co., and No. 11965, Galves- 
ton Commercial Assn. et al. vs. Alabama & Vicksburg et al., on 
April 4, 1927, has been denied. 

The Tribune Co., Tonawanda Paper Co., Inc., and The On- 
tario Paper Co., Ltd., have been permitted to intervene in No. 
19665, Alexandria Paper Co. vs. Santa Fe et al. 





MAY OPERATING RESULTS 
The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for May, 1927 and 1926, 
and for the five months ended with May, 1927 and 1926, for 
the United States as a whole, compiled from carriers’ reports, 


follow: 


1927 1926 
Average number of miles operated...... 238,077.88 237,346.09 
Revenues: 

L lv i sewes beens roses Ges Pomn $ 390,680,240 $ 385,509,631 
cager tA nibh caaeoenaebiethecinenh *78,532, 414 $82,823,540 
edn. i hin tang ah betek fas ee ye ee eee 7,933,947 7,977,637 
FOXPress ......c.c ccc cesscecceccseccress 12,139,696 12,484,572 
All other transportation..........-+-++ 17,571,056 17,690,600 
Beemtamital 2. occcccccccvcccetocvcccovsse 10,949,187 10,873,154 
Joint facility—Cr........ccece eee eeeeee 1,132,537 1,040,509 
Joint facility—Dr...........ceeeeeeece 370,126 357,386 

Railway operating revenues...... 518,568,951 518,042,257 
E nses: 

“Paintenance of way and structures.. 80,519,830 77,054,106 
Maintenance of equipment............ 102,119,909 107,005,052 
ea a cca vob nnd eee OERONE Se SeeeS 10,375,480 9,584,087 
TANMBPOrtation ......ccccccccssccccces 178,394,916 176,846,345 
Miscellaneous operations............+. 4,565,370 4,538,557 
tlie ns CN Bdke dba vceie he 0 gue-s'xs 16,121,630 15,354,910 
Transportation for investment—Cr... 1,310,616 1,238,017 

Railway operating expenses...... 390,786,519 389,145,040 
Net revenue from railway operations..... 127,782,432 128,897,217 
Railway tax accruals............. Pesseoes 32,374,914 31,796,690 
Uncollectible railway revenues............ 139,102 152,488 
Railway operating income......... 95,268,416 96,948,039 
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Equipment rents—Dr. balance............ 7,436,442 6,904,374 
Joint facility rent—Dr. balance........... 2,167,950 1,913,867 
Net railway operating income.... 85,664,024 88,129,798 
Ratio of expenses to revenues (per cent). 75.36 75.12 
FIVE MONTHS 
Average number of miles operated...... 237,920.01 237,253.71 
Revenues: 
se oe ogi n « caine ei uae een $1,878,836,152 $1,845,725,587 
EE swe. chave: Siylarsiaera-c ok 4.0 eee cee See 7392,541,385 $412,417,708 
DE onch bag wcuwiidessk oc sa eemee een wie 39,308,721 39,681,663 
ee eae eee ere 55,643,531 57,503,102 
All other transportation....... .. ... 82,881,605 82,634,377 
ME hea e vas 6 5x4 ooo ede oes cease 49,788,040 49,828,722 
pe een a a a 5,609,762 5,294,220 
SOE NP EID sg onc cicio ed osind ccsaine 2,051,537 1,889,308 
Railway operating revenues...... 2,502,557,659 2,491,196,071 
Expenses: 
Maintenance of way and structures... 343,194,219 333,581,720 
Maintenance of equipment............ 518,777,377 534,912,607 
Traffic ..... Spite e MRNAS W aie Sind Coin Seine OS 49,547,133 45,997,075 
Ro te ee eee 909,641,699 902,778,365 
Miscellaneous operations.............. 22,654,879 22,451,482 
eS BA sed dhe eNs 6 ees ee 80,029,540 76,746,008 
Transportation for investment—Cr... 5,350,562 5,456,407 
Railway operating expenses...... 1,918,494, 285 1,911,010,850 
Net revenue from railway operations..... 584,063,374 580,185,221 
Lae i eae 152,391,581 156,259,785 
Uncollectible railway revenues............ 647,846 716,543 
Railway operating income......... 431,023,947 429,208,893 
Equipment rents—Dr. balance............ 35,403,976 31,872,707 
Joint facility rent—Dr. balance........... 10,559,299 9,400,132 
Net railway operating income.... 385,060,672 387,936,054 
Ratio of expenses to revenues (per cent). 76.66 76.71 





*Includes $3,236,055 sleeping and parlor car surcharge. 
tIncludes 335 gd Ee sleeping and parlor car surcharge. 
tIncludes $16,064,557 sleeping and parlor car surcharge. 
§Includes $16,271,190 sleeping and parlor car surcharge. 





LUMBER SHIPMENTS 


While reports received July 14 by the National Lumber 
Manufacturers’ Association from 336 softwood, and 131 hard- 
wood, lumber mills showed the lumber industry in characteristic 
seasonal letdown, there was encouragement in the fact that 
new business taken last week was equal to that of the cor- 
responding week in 1926, the association said. Almost invariably 
the order file, week for week, has been less in 1927 than in 1926. 
It is true that the actual reports show a considerable decrease, 
but when weighted for mills that are discontinuing reporting, 
the conclusion is reached that the order file is as large as a 
year ago. Similarly, shipments are about the same, while there 
is a slight decrease in production. 

Taking hardwood mills by themselves, however, it appears 
that that branch of the lumber industry has experienced consid- 
erable curtailment, as compared with a year ago, in all three 
factors. Orders and shipments, and especially production, were 
ahead of the preceding week. : 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
ss — associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

= Ree 320 131 347 142 290 86 

Production ....156,370 14,772 183,211 19,638 180,689 11,101 

Shipments ..... 156,594 13,873 180,781 18,311 186,666 11,624 
Orders (New 

eres 169,825 11,727 194,065 20,200 180,894 10,948 





*Fewer west coast mills are reporting this year; to make allow- 
ances for this add 17,000,000 to production, 21,000,000 to shipments and 
25,00v,000 to orders in comparing softwood with last year. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended July 2 was 
estimated by the Bureau of Mines of the Department of Com- 
merce at 7,974,000 net tons, a decrease of 505,000 tons as compared 
with the preceding week. Anthracite production was estimated 
at 1,279,000 net tons, a decrease of 306,000 tons as compared with 
the preceding week. The decreases were associated with the 
approach of the Fourth of July holiday. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended July 3 totaled 1,177,340 net tons as compared with 
1,142,144 tons the preceding week. Anthracite shipped from 
Lake Erie ports the week ended July 3 totaled 84,148 tons a8 
compared with 129,745 tons the preceding week. 

Tidewater bituminous coal shipments the week ended July 
2 amounted to 418,456 net tons from Hampton Roads, of which 
259,563 tons were for New England delivery, and to 13,546 tons 
from Charleston, S. C. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended June 18 were re 
ported as follows: Bituminous, 2,428; anthracite, 3,127. 






it « 
Chi 
Sow 
the 
coul 
ing 
autl 
resu 
pref 
in 
stru 
und 


Sou! 
he ¢ 
his 


that 


divi: 
witn 
said 


the 

pros 
that 
rate 


witn 
and 
wau 
the 
and 
than 


sum: 
wau! 
of tl 
pany 
open 
tion, 
all | 
presi 
testi 
not | 
son ° 
the t 


part 
And 
been 
had, 
Ande 
of bi 
in ef 
such 
been 
fact 
Pang 
the ; 
that 
woul 


than 


He b 
accol 
of lo 
had 

end | 
purp 
tion 


rule¢ 
son 
and 
note 


smal 
been 
visio 
was 

Com 


acco: 
secu 
the ; 








No. 3 


904,374 
913,867 


129,798 
75.12 


253.71 


725,587 
417,708 
681,663 
503,102 


,889,308 
196,071 


,581,720 
912,607 


,259,785 
716,543 


208,893 


,87 2,707 
,400,132 


,936,054 
76.71 


umber 

hard- 
eristic 
t that 
e cor- 
riably 
1 1926. 
orease, 
orting, 
> as a 
. there 


ppears 
-onsid- 

three 
, were 


as re- 
. hard- 
; 000s 


ig Wk., 
vised) 
Hard- 
wood 
86 
11,101 
11,624 


10,948 


allow- 
its and 


2 was 
' Com- 
apared 
mated 
d with 
th the 


‘ts the 
1 with 

from 
yns as 


d July 
which 
§ tons 


. New 
re re 









July 16, 1927 


MILWAUKEE REORGANIZATION CASE 


The Trafic World Washington Bureau 


Cost to the Chicago, Milwaukee & St. Paul of acquisition by 
it of the Chicago, Terre Haute & Southeastern and of the 
Chicago, Milwaukee & Gary, and of construction of the Puget 
Soun extension, and the effect of Panama Canal competition on 
the Milwaukee, were matters inquired into by H. W. Anderson, 
counsel for the Jameson bondholders’ committee, when the hear- 
ing on the application of the new Milwaukee company for 
authority to take over the property of the old Milwaukee was 
resumed July 11. W. W. Colpitts, consulting engineer, who 
prepared a report on the property for the board of directors, 
in which it was recommended, in effect, that the financial 
structure of the company should be reorganized, was the witness 
under cross-examination by Mr. Anderson. 

Questioning Mr. Colpitts as to a study he made of the Puget 
Sound division of the Milwaukee, Mr. Anderson remarked that 
he did not wish to embarrass the witness. Mr. Colpitts asked 
his interrogator not to use the word “embarrass.” 

“There isn’t a single thing in connection with this report 
that could embarrass me,” said he. 

Mr. Anderson asked how much of a burden the Puget Sound 
division was on the Milwaukee in the way of fixed charges. The 
witness said the interest charges were about $7,000,000. He 
said the total cost of the extension was about $252,000,000. 

Mr. Colpitts was asked whether it was not a fact that, at 
the time the extension was built, the Milwaukee was a highly 
prosperous road and paying dividends of 7 per cent. He replied 
that that was true, although he did not remember the exact 
rate of dividend at that time. 

In acquiring the Chicago, Terre Haute & Southeastern, the 
witness said, the Milwaukee assumed obligations of $22,000,000, 
and paid $10 a share for stock acquired. The Chicago, Mil- 
waukee & Gary was acquired for $3,000,000, he said. Adding 
the figures, Mr. Anderson said the construction of the extension 
and acquisition of the two lines had cost the Milwaukee more 
than $277,000,000. 

Mr. Anderson asked permission to put in the record a 
summary of recommendations made by Mr. Colpitts to the Mil- 
waukee board of directors as submitted in the Cox investigation 
of the Milwaukee. Robert T. Swaine, counsel for the new com- 
pany, who unsuccessfully attempted to put in the record at the 
opening of the hearing, all the testimony in the Cox investiga- 
tion, said he had no objection—that he would agree to stipulate 
all Mr. Colpitts’ testimony in the Cox investigation into the 
present record. Mr. Anderson said he would not agree to all that 
testimony going in, as there might be parts of it that he would 
not desire in the record. It was agreed that the part Mr. Ander- 
son wished inserted in the record should go in with such parts of 
the testimony as related to the summary referred to. 


The effect of Panama Canal competition on the Milwaukee, 
particularly the Puget Sound division, was inquired into by Mr. 
Anderson. Mr. Colpitts said some study of that question had 
been made—that the Milwaukee and other transcontinental lines 
had, of course, lost business on account of that competition. Mr. 
Anderson indicated that he desired detailed statistics as to loss 
of business by the Puget Sound division. Mr. Colpitts replied, 
in effect, that he had not gone that far—that he did not think 
such a study was necessary, because, after such information had 
heen obtained, he asked, what good would it do? He said the 
fact was that the railroads had lost business on account of the 
Panama Canal just as they were losing business on account of 
the automobile. He said the Panama Canal was in existence, 
that it was going to remain in existence and that another canal 
would be built. 

“If another canal is built, conditions will grow worse rather 
than better,” said Mr. Anderson. 

Mr. Colpitts thought they were about as bad as they could be. 
He believed that, as to the Puget Sound extension, traffic lost on 
account of the canal competition was being replaced by growth 
of local traffic. He said the eastern end of the Milwaukee system 
had been affected by canal competition as much as the western 
end of the system had been affected. Mr. Anderson indicated a 
purpose to confine the showing as to ill effects of such competi- 
tion to the Puget Sound division. 

Director Mahaffie, at the afternoon session of July 11, over- 
ruled an objection of Mr. Swaine to a question put by Mr. Ander- 
son to Mr. Colpitts as to the treatment accorded stockholdérs 
and bondholders under the reorganization plan. Mr. Swaine 
noted an exception. 

Mr. Swaine argued that a question that arose between a 
small group of bondholders and the stockholders, and that had 
been adjudicated by the courts, had no bearing under the pro- 
visions of the transportation act under which the application 
was filed. He contended that Congress did not intend that the 
Commission should pass on “private questions.” 

On the other hand, Mr. Anderson argued that Congress had 
accorded the Commission broad powers over the issuance of 
Securities. He said he found it difficult to distinguish between 
the rights of security holders and the rights of the public. He 
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said the security holders could not be segregated from the com- 
pany itself nor the company from the public. : 

“Anything that is unjust is essentially against the public 
interest,” said Mr. Anderson. “That which does not serve 
justice cannot serve the public interest.” 

In replying to the question, which was grounded on the 
contention of the bondholders’ defense committee that the stock- 
holders would receive preferred treatment under the reorganiza- 
tion plan, Mr. Colpitts said the question was not one for an 
engineering adviser to answer—that it was a banking and legal 
question—and that he did not know that he had an opinion that 
would be worth anything. 

Mr. Anderson went over with Mr. Colpitts a large number 
of railroad reorganization and receivership cases in which the 
witness’s firm had submitted reports on the companies involved. 
He asked the witness whether he owned any Milwaukee stock. 
Mr. Colpitts said neither he nor any member of his firm had 
bought or sold a share of the stock, or owned any of the stock. 

Jerome J. Hanauer, a member of the firm of Kuhn, Loeb & 
Co., which, with the National City Company, formulated the 
reorganization plan of the Milwaukee, told the story of the 
receivership and the reorganization plan at the hearing July 12. 
He outlined the financial situation confronted by the Milwaukee, 
of the efforts that were made to meet it and of the decision 
that a receivership could not be avoided. His testimony was 
to the effect that his firm did not make the decision that the 
company should go into receivers’ hands. 

Mr. Hanauer told of conferences and correspondence with 
E. C. Jameson, head of the bondholders’ committee that is op- 
posing the reorganization plan. He said Mr. Jameson was 
invited to become a member of a committe that was to act in 
the interest of the stockholders and bondholders. 

Mr. Jameson, according to the witness, made a proposal 
with rspect to meeting the situation confronted by the Mil- 
waukee that was “perfectly absurd.” It was that the Milwaukee 
should buy its low-priced bonds on the market and cancel a 
substantial part of its indebtedness that way. Mr. Hanauer said 
he asked where the company was to get the money to buy the 
bonds, and that Mr. Jameson said it could be obtained from 
banks with bonds the Milwaukee held in its treasury as col- 
lateral. The witness said he informed Mr. Jameson that he 
could not see how things would be improved by adopting such 
a course. Mr. Swaine asked whether consideration was given 
to the effect on the prices of the bonds if the Milwaukee had 
attempted to buy them. It was then that Mr. Hanauer said he 
did not even conSider that, as the Jameson suggestion was 
“perfectly absurd.” 

Cutting off the Puget Sound division from the Milwaukee 
system was considered, Mr. Hanauer said. He said he pointed 
out, however, that it was doubtful if the Commission would 
permit casting off the Puget Sound lines. In this connection 
he said the Puget Sound lines would make a suitable connection 
for the Chicago & North Western. It was decided, however, not 
to separate the Puget Sound lines from the rest of the system. 

Presentation of the case of the Chicago, Milwaukee, St. 
Paul & Pacific Railroad on its application for authority to ac- 
quire the property of the old Milwaukee company and to issue 
securities was completed July 13 when an adjournment was 
taken until July 19. At that time, Mr. Anderson, on behalf of 
the protesting bondholders’ committee, may call witnesses. He 
said he might call the chairman of the bondholders’ committee 
and one or more of the receivers of the Milwaukee. 

Mr. Anderson said he would confer with Mr. Swaine to see 
whether an agreement could be reached as to stipulating into 
the record at least certain parts of the testimony in the so- 
called Cox investigation of the Milwaukee. 

Director Mahaffie asked Mr. Swaine whether he still wished 
a ruling from the Commission as to the admissibility of all the 
testimony in the Cox investigation, in the court proceedings, and 
in the hearings before the Senate interstate commerce commit- 
tee. Mr. Swaine said that, in view of the statement made by 
Mr. Anderson, an agreement might be reached that would ob- 
viate necessity for action by the Commission. 


Mr. Hanauer was subjected to considerable cross-examina- 
tion by Mr. Anderson. An exhibit purporting to outline the 
services performed by the reorganization managers, put in while 
Mr. Hanauer was on the stand, was attacked by Mr. Anderson 
as containing “scurrilous matter” about the Jameson bond- 
holders’ committee. He moved that the matter referred to be 
stricken out, that the exhibit be redrafted and that testimony 
and extraneous matter be omitted therefrom. Director Ma- 
haffie took the motion under consideration in order that he 
might inspect the exhibit. 

Seventy-seven exhibits were submitted for the record in the 
course of the presentation of the applicant’s case. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for May, 
1927, shows 19,739 cars held overtime—a percentage of 07.15— 
as against 18,715—a percentage of 07.00—for May, 1926. 

















































































































































Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


ood 


(District Court, S. D., New York.) An agreement by a steam- 
ship company to issue proper bills of lading for another com- 
pany is not a “maritime contract,” and liability thereon cannot 
be made an issue in a suit in admiralty against the carrier 
company for damage to cargo by bringing in the company that 
issued the bills under admiralty rule 56 to answer over, on the 
ground that it negligently receipted for the goods in the bills 
as in good condition when they were not.—Lamborn & Co. vs. 
Compania Maritima Del Nervion et al., 19 Fed. (2d) 155. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) Where evidence showed 
present increased activities in a section in which it was ex- 
pected that there was soon to be a large reclamation project 
initiated, finding of the department of public works that there 
was a present convenience and necessity for increased trans- 
portation facilities was sustained.—Northern Pac. Ry. Co. et al. 
vs. Department of Public Works, 256 Pac. Rep. 333. 

Under Laws.\1921, p. 340, sec. 3, the department of public 
works, in granting certificates of convenience and necessity 
allowing operation of motor transportation companies, may 
anticipate future as well as present necessity and convenience. 
—Ibid. 

Action of department of public works granting motor com- 
pany transportation privileges along highway not completely 
served by railways held not arbitrary action as against railway 
companies, although the railway companies were not given a 
special opportunity to furnish increased facilities before the 
competing carriers were licensed.—Ibid. 

Findings and action of the department of public works as 
to the necessity and cénvenience for increased transportation 
service held conclusive, in absence of showing that the depart- 
ment acted unfairly or arbitrarily and in disregard of rights 
of parties interested.—lIbid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


LOSS OF OR INJURY TO GOODS 


(Supreme Court of South Carolina.) Filing of claims by 
shipper for loss resulting from carrier’s disposal of goods for 
freight charges after refusal of consignee to accept them within 
six months after delivery, as required by bill of lading, held 
a condition precedent to recovery, notwithstanding that cause of 
action was based on theory of conversion.—Watts et al. vs. 
Southern Ry. Co., 138 South Eastern Reporter 290. 

Refusal of consignee to accept goods constituted “failure 
of delivery,” requiring filing of claim thereafter by shipper as 
condition precedent to recover against carrier for loss resulting 
from disposal of goods for freight charges.—lIbid. 

Shipper’s letter to carrier, after refusal of consignee to 
accept delivery of goods, requesting reshipment to themselves, 
held insufficient as claim, within meaning of requirement of 
bill of lading that claims for loss must be made in writing 
within certain period, since it lacked essential elements of claim, 
in that it contained nothing which would apprise carrier that 
shipper intended to make claim, or show character or amount 
of any claim that may have been contemplated. 

(Supreme Court of Arkansas.) In action-.against carrier for 
damages resulting from interstate shipment of peaches, evidence 
held sufficient to make issue for jury on question of carrier’s 
negligence in failing to keep car properly refrigerated.—St. Louis- 
San Francisco Ry. Co. vs. Cole, 294 S. W. Rep. 357. 
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Though delay in delivering peaches after arrival of car was 
on account of absence of bill of lading, carrier while in posses- 
sion was nevertheless required to exercise ordinary care to 
see that they were properly iced in order to preserve them as 
far as possible.—Ibid. 

Law, as declared by United States Supreme Court, governs 
in determining rights and liabilities under interstate shipment.— 
Ibid. 

Institution of action against delivering carrier for damages 
within three months after date of alleged loss held sufficient 
compliance with contract requiring claims for loss to be made 
in writing to originating or delivering carrier within six months 
after delivery.—lIbid. 

In action against carrier for damages resulting from inter. 
state shipment of peaches, shipper made out prima facie case 
of negligence by showing that peaches were received by Carrier 
in sound condition and were damaged on delivery to consignee. 
Ibid. 

Appellant cannot assert that conflicting instructions con- 
stituted reversible error, where conflict resulted from giving 
erroneous instructions which appellant himself requested.—lIbid. 

Appellant was not prejudiced by fact that court erred in 
placing burden of proof on appellee.—Ibid. 

(Supreme Court of Arkansas.) Crawford & Moses’ Dig., sec- 
tions 1147, 1151, 1826, 2829, providing for service of process on 
agents of foreign corporations, held to permit court to acquire 
jurisdiction in action brought against foreign corporation, en- 
gaged in interstate commerce, for damages for breach of con- 
tract without violation of commerce clause or due process and 
equal protection clauses of federal Constitution (article 1, section 
8, cl. 3; amend. 14, sec. 1), where plaintiff was resident, and 
foreign corporation was doing business in state, though contro- 
versy arose from contract of carriage, under which points of 
origin and destination and all intervening points were outside 
state—American Ry. Express Co. vs. H. Rouw Co., 294 S. W. 
Rep. 401. 


Action against express company for damages for failure to 
deliver berries in as good condition as that in which they were 
received held transitory action, not required to be brought in 
state where contract was entered into or performed.—lIbid. 

Foreign corporation, doing business in state having desig- 
nated agent, on whom process may be served, is subject to be 
sued on transitory cause of action in any county in state by 
service of summons on designated agent.—Ibid. 

Assumption by courts of state or jurisdiction in suit by 
resident against foreign corporation held not contrary to public 
policy fact that contract of carriage sued on was made and per- 
formed in other states, where foreign corporation was doing 
business within state.—Ibid. 

Carrier, sued for damages* to berries in transit, could not 
avail itself of defense that written notice of claim had not been 
given, as required by contract of shipment, where jury found 
loss was due to carrier’s negligence, and negligence was ex- 
pressly excepted by terms of contract.—lIbid. 


Verdict of jury, based on testimony which was sufficient to 
make issue for jury, is conclusive on appeal.—lIbid. 

In action against carrier for damages arising from shipment, 
burden is on plaintiff to prove goods were in good condition on 
delivery to carrier, and that damage resulted while they re- 
mained in defendant’s possession as common carrier.—Ibid. 


In action against carrier for damage to goods in transit 
charge that burden was on shipper to show berries were deliv- 
ered in good condition, and that damage resulted while carrier 
had possession, was not rendered conflicting or misleading by 
addition instruction that proof of delivery to carrier in good 
condition, and of carrier’s delivery in damaged condition, estab- 
lished prima facie case of liability placing burden on carrier 
to show want of negligence, as charge as whole placed burden 
on shipper to establish negligence.—Ibid. 

(Supreme Court of Arkansas.) Under act Cong. March 4, 
1915, sec. 1 (U. S. Comp. St., sec. 8604a), amending interstate 
commerce act, sec. 20, as amended by act Cong. June 29, 1906, 
sec. 7, providing that a common carrier may not limit time for 
giving notice of claims or filing of claims, or instituting suits in 
less than specified periods, and providing further that if the 
damage is caused by negligence in transit no notice of claim or 
filing of claim is precedent to recovery, where shipper gave no 
notice of claim and filed no claim but alleged negligence in 
failing to provide proper refrigeration of interstate shipment 
of peaches during transit, shipper had burden of showing this 
negligence as a fact.—St. Louis-San Francisco Ry. Co. vs. H. 
Rouw Co., 294 S. W. Rep. 414. 

Jury’s finding that railroad was negligent in failing to prop- 
erly refrigerate car of peaches must be upheld if there is any 
substantial evidence of negligence.—Ibid. 

In action by shipper of peaches against railroad for failing 
to properly refrigerate the car during transit, evidence held 
sufficient to sustain finding that railroad was negligent.—Ibid. 

Jury were the judges of the credibility of witnesses.—Ibid. 

Jury are the judges of the weight of the testimony.—Ibid. 

(Supreme Court of Arkansas.) Suit by domestic corporation 
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against foreign corporation, which has complied with the laws 
with reference to doing business within the state, for negli- 
gence in failing to refrigerate a car of strawberries during 
transit in an interstate shipment made wholly without the state, 
js not an unconstitutional burden on interstate. commerce.— 
American Ry. Express Co. vs. H. Rouw Co., 294 S. W. Rep. 416. 

Action for damages for negligence of common carrier in 
failing to properly refrigerate a car of strawberries during 
transit in interstate commerce need not be brought where injury 
arose, but cause of action is transitory.—Ibid. 

Courts have jurisdiction over suit against foreign corpora- 
tion which has complied with the laws with reference to doing 
business within the state brought by a domestic corporation for 
negligence in failing to properly refrigerate a car of straw- 
berries during transit in an interstate shipment made wholly 
without state.—Ibid. 

That interstate shipper gave no notice of claim and made 
no claim of loss under act of Congress and uniform bills of 
lading thereunder held immaterial, where the damages were 
claimed for negligence in failing to properly refrigerate a car 
of strawberries during transit.—Ibid. 

Where shipper gave no notice of claim to interstate carrier 
nor made any claim of loss, but based his claim for damages 
on negligence in failing to properly refrigerate interstate ship- 
ment during transit, he was bound to prove actual negligence, 
and more than that the strawberries were delivered to the car- 
rier in good condition and that the carrier delivered them to the 
consignee in bad condition.—Ibid. 

In action by shipper of car of strawberries against railroad 
for negligence in failing to properly refrigerate car during transit 
in interstate commerce, evidence held to sustain finding «that 
railroad was guilty of negligence.—Ibid. 

When appellate court seeks to determine whether the evi- 
dence is sufficient to sustain jury’s finding that carrier was 
negligent in failing to properly refrigerate car of berries during 
transit in interstate commerce, it must view the evidence in 
the light most favorable to the plaintiff.—Ibid. 

It was within the province of the jury to disregard as un- 
true the testimony of defendant’s witnesses and to accept as 
true the evidence in favor of the plaintiff.—Ibid. 


DELAY IN TRANSPORTATON AND DELIVERY 


(Court of Appeals of Kentucky.) The highest degree of 
care, imposed by law on carriers of freight in its handling en 
route, does not apply to mere delays in shipments, only: ordi- 
nary care and diligence to avoid delays being required.—Chesa- 
peake & O. R. Co. vs. Coleman Fruit Co., 294 S. W. Rep. 463. 

Carrier may arrange reasonable schedules for trains in car- 
riage of freight, and is not chargeable for reasonable delay 
caused by connections necessary in reaching the destination.— 
Ibid. 


In the absence of contractual fixed time for deliveries of 
freight, a carrier is required to make deliveries within a rea- 
sonable time under the facts of each case.—Ibid. 

Carrier may make reasonable provision for through trains 
and distribution of freight from distributive points.—Ibid. 


For a railroad to carry shipment of fruit and vegetables on 
a fast manifest freight train to a near-by distributing center, 
instead of stopping at destination, and thence on following day 
to destination, held not negligence per se.—Ibid. 


The Court of Appeals takes judicial notice that distance by 
train from Ashland to Shelby is about 125 miles.—Ibid. 


Speed of 12 miles per hour for fast manifest freight train 
carrying shipment of vegetables and fruit appears unreasonably 
slow, and in consignee’s suit for spoilage requires explanation 
from carrier.—Ibid. 


Delay in shipment of fruit and vegetables of 19 hours at 
intermediate point requires explanation by carrier in consignee’s 
suit for loss from spoilage.—Ibid. 


In consignee’s suit against railroad for loss from spoilage 
of fruit and vegetable shipment, allegation and proof that ship- 
ment was in good condition when delivered to carrier are 
essential.—Ibid. 


In consignee’s suit against railroad for loss from spoilage 

of fruit and vegetable shipment, bills of lading of similar prior 
Shipments, and testimony that they arrived at destination on 
days succeeding dates of bills, are incompetent without proof 
as to times, of delivery to. carrier.—Ibid. 
_ Whether loss was caused by failure to re-ice car held for 
jury in consignee’s suit against carrier for spoilage of fruit and 
vegetable shipment, where bill of lading contained notation “no 
icing.” —Ibid. 

In suit against railroad for loss from spoilage of fruit and 
vegetable shipment, court-should instruct jury that carrier would 
be liable for failure to exercise reasonable care in. transporta- 
tion of shipment in good*condition when received.—Ibid. 

Instruction in consignee’s suit for spoilage, which required 
jury, in order to return verdict for carrier, to believe loss was 
Rot due to improper icing or failure to re-ice pursuant to bill of 
‘lading, though carrier transported shipment with reasonable 
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dispatch, held error, since, if carrier transported shipment with 
reasonable dispatch, it was not liable.—lIbid. 


CARRIAGE OF LIVE STOCK 


(Kansas City Court of Appeals.) Petition in prior action 
between same parties on same cause of action, which was dis- 
missed, has no bearing on appeal in subsequent action, notwith- 
standing that such petition was set out in abstract of record, 
where it was not introduced in evidence.—Dillen vs. Wabash 
Ry. Co., 294 S. W. Rep. 439. 

Shipper may bring action against carrier for damage to 
shipment of stock, grounded on carrier’s common-law liability 
as insurer, since Carmack amendment to interstate commerce 
act (U. S, Comp. St., sections 8604a, 8604aa) does not change 
common-law rule of liability of carrier for loss or damage of 
freight.—Ibid. 

In shipper’s action against carrier to enforce common-law 
liability as insurer of stock shipment, shipper made prima facie 
case by showing delivery to carrier in good condition and re- 
ceipt therefrom by consignee in bad condition, putting burden 
on defendant to exonerate itself of liability.—Ibid. 

In shipper’s action against railroad for damage to stock 
shipment, conflicting evidence as to whether horses and mules 
in shipment were kicking and fighting held sufficient to take 
case to jury.—Ibid. 

In shipper’s action against railroad for damage to stock 
shipment, exclusion of contract under which shipment was made 
held not error, where evidence showed such contract had not 
been signed by plaintiff.—Ibid. 

In shipper’s action against railroad for damage to stock 
shipment, testimony of defendant’s agent that he signed plain- 
tiff’s name to contract under previous instructions, held properly 
excluded, where he stated he had no such authority in present 
instance.—Ibid. 

In shipper’s action against railroad for damage to stock 
shipment, evidence that plaintiff’s son ordered car for 2 horses 
and 24 mules held admissible, where there was issue whether 
36-foot car furnished was overloaded by shipping 26 animals 
therein.—Ibid. 

It was not error to refuse to permit witness to state opinion 
that railroad car was overloaded, where he did not say that 


POSITIONS WANTED OR OPEN 


POSITION WANTED-—Young man with ten years’ experience 
in local and general freight offices, desires position in industrial 
traffic department; experienced in rates, claims, tracing, transit, 
etc., and is now studying a course in traffic. Address L. E. M. 40, 
care Traffic World, Chicago, IIl. 

















WANTED—Freight traffic clerk, young man, thoroughly familiar 
with rates and New York terminals, having experience in making 
adjustments and attending hearings; state age, experience, salary 
expected, etc. Address Y. P. N. 42, care Traffic World, Chicago, II. 
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CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: Penn. System Telephone Harrison 3486 


Hegewisch, Illinois} !: #-8-, , 5. CHICAGO, ILL. 
TAN K CARS 


TANK CARS -TO LEASE We Rebuild and Repair Tank Care 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 . 300 Block, North Front St. 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
* J. M. Hoffman, V.- P. and Gen’! Mgr. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads—direct discharge 

' ship to cars and cars to ship—storage direct 
from ship—no transfer or trucking charge. 
A mile of berthing space—Piers 100 feet wide. 
Open storage for lumber, pig iron and similar 
bulk cargoes. 


NORFOLK 


NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Mariager 
Norfolk, Va. 


Three piers, each 1300 ft. long—4 open bulkhead 
berths—8 warehouses with 2,200,000 sq. ft. space— 
Warehouses served by depressed tracks and concrete 
drives. Receiving, delivering and classification yards 
have over 4,000-car capacity—Every modern device 
for rapid and economical handling, all classes of 
metals and ores. No lighterage Served by Norfolk’s 
eight Trunk Lines. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
W. J. Bishop, Gen’! Supt. 
Seneca and Hamburg Sts., Buffalo, N. Y. 


Strictly modern warehouses located at the “Hub” 
of the wholesale and retail districts. Served by 
all railroads entering Buffalo, including the Great 
Lakes steamers and N. Y. Barge Canal lines. 
Also by all suburban auto trucking companies. 
General warehousing with pool car distribution 
and cartage facilities. 
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NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V.- P. and Gen’l Mgr. 

17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. long, 150 ft. 
wide—located foot 58th St., Brooklyn—within free lighterage 
limits, affording shipments via all railroads—slips 250 ft. wide 
—Quicker docking and undocking, faster arrival and depar- 
ture. Best labor conditions — Faster loading and discharg- 
ing—Less stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maximum dispatch. Fireproof 
storage direct: from ship — No trucking or transfer charge. 
Reasonable storage and handling charges. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. and Treas. 
10 Chestnut St., Philadelphia, Pa. 


Berths for 15. largest ocean cargo carriers—2 rein- 
forced concrete and steel fireproof warehouses—over 
one million sq. ft. covered storage space available— 
Lowest insurance rates — Exceptional facilities for 
handling both general and bulk cargoes—No lighter- 
age—Railroad storage yard 500-car capacity—Tracks 
extend entire length all 3 piers—25 acre yard adjacent 
to piers for storage and distribution of lumber. 


a 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO. 
_ Snowden Henry, Superintendent 
10 Chestnut St., Philadelphia, Pa. / 
Eleven mammoth warehouses, with floor area of 
1,300,000 square feet, served by Penn. R. R. sid- 
ings. Largest operators of public warehouses in 


PRESIDENT Philadelphia. Equipped to furnish any kind of 
*» PHILADELPHIA, PA. service incident to handling of package freight 


on L. C. L. shipments. Low insurance. Liberal 
advances on stored goods. 





: J 
136 THE TRAFFIC WORLD Vol. XL, No. 3 


WHERE NORTH MEETS soutTq/4!? 


KANSAS 


Industrial, Commercial, Agricultural |@™ 


Transportation in Kansas City 
in 1855 











1833-K ANSAS CITY-1927 


T was in the year 1833 that Missouri Rive Steam Boats first dropped 
I anchor at Westport Landing—today knovn as Kansas City, Missouri 
- - - - Cargoes of freight and passengérs were transferred to over- 
land wagon trains drawn by oxen over the Sania Fe and other southwestern 
trails to be transported to the widely scattered settlements west of the 
Missouri River extending to the Rocky Moumains and beyond. 


With this means of transportation more md more pioneers came from 
the east to make homes in this wild but fertil territory. In the beginning 
trapping and fur trading were the principal means of livelihood. Then, 
one by one, small cities were settled—some ro more than trading centers, 
others thriving on the rich agricultural and giazing lands—until the move- 
ment took on so great an importance that ea¢ern capitalists saw the need 

Scene in of a better and more rapid means of transprtation and steam railroads 
Kansas City were built into this territory. 

Southern Yards, 
North East 
Kansas City, 

1927 


The wisdom of the pioneer steam boat aid wagon train operators was 
borne out in the judgment of the railroad suilders, who likewise chose 
Kansas City as the starting point. 


Today thirteen trunkline railways reachiig out in all directions concen- 
trate at Kansas City the unlimited resource of that great empire lying 
between the Mississippi River and the RockyMountains and beyond, mak- 
ing of it one of the great general markets ofthe country. 
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THE KANSAS CTY 
CHAMBER OF COMERCE 
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66 ANSAS CITY—The Heart of America—the gateway to the great 
K west and southwest territory has become the market basket of the 
world. Although only nineteenth in population it ranks as follows: 

First as a primary winter wheat market. Second in receipts and distribution 


First as a market for stock and feed of fruits and vegetables. 

cattle. - Third in the distribution of butter, 

First as a market for stock hogs. eggs and poultry. 

First as a hay market. Third as a flour milling, center. 

First in the distribution of agricultural Third as a general grain market. 

implements. Third in the manufacture of soap. 

Second as a general live stock market. Fifth in grain elevator capacity. 

Second as a horse and mule market. Sixth in postal receipts. 

Second as a meat packing center. Ninth in bank clearings. 

“While Kansas City has established itself as the market for the raw 
products of the great west and southwest territory, it has likewise made 
rapid strides as a market for finished products corigumed in that territory. 
During the year 1926 the output of Kansas City manufacturing plants was 
valued at $673,855,722, while merchandise distributed in a wholesale way 
from this point was valued at $771,781,928. During the same period the 
railroads handled to and from Kansas City 39,782,564 tons of freight 
involving the collection of $101,650,520 in freight charges. 


“Greater Kansas City now having an estimated population of 600,000 
has made wonderful progress, but greater accomplishments are looked for 
in the near future. Kansas City business men feeling that more finished 
products should be manufactured and distributed from this point, recently 
subscribed $2,250,000 for the use of their Chamber of Commerce in its 
development plans extending over a five year period. 

“We'll Build a Greater Kansas City is the slogan for this organized 
effort. However, the plans are wider in their scope than the slogan even 
suggests, involving first an extensive survey not only of Kansas City but of 
all the surrounding territory as well, to determine what Kansas City needs 
that it does not now have, available raw materials in the territory that 
could be converted into finished products here to an advantage, finished 
articles now secured from far distant points that could be manufactured 
economically at Kansas City, as well as the development of raw materials 
in the territory that are not now utilized. It will also encourage and pro- 
mote further activity in agriculture, live stock raising and other natural 
resources, it is believed. 

“When this survey is completed, it will indicate the steps necessary 
to produce the desired results, and the funds that have been raised will be 
used to put in motion the machinery that will attract to Kansas City such 
industries as will prosper and grow in this community.” 


Special information desired will 
be gladly given through the In- 
dustrial Department, Chamber 
of Commerce, Kansas City, Mo. 


The Chamber of Commerce of Kansas City, Mo. 
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he could so state, but attempted to give conclusion without first 
being qualified.—Ibid. 

In action for damage to shipment of stock, evidence was 
admissible, showing condition of stock after arrival at destina- 
tion- and up until time of delivery to consignee seven hours 
later, since carrier’s liability continues until delivery to con- 
signee.—Ibid. ° 

In action by shipper against railroad for injury to stock 
shipment, plaintiff, who was experienced shipper, held compe- 
tent to testify to value of mule that died in transit, basing 
opinion solely on bulletins received from commission company 
to which commission was consigned.—lIbid. 

In action against railroad for damage to shipment of stock, 
instruction held not erroneous, as assuming mule was “killed 
in transportation,” and that defendant was liable whether mule 
died from natural causes or was killed in transit, in view of 
proviso in instruction relieving defendant from liability for 
damage from overcrowding of car, improper bedding, or natural 
vices, weaknesses, and propensities of stock.—Ibid. 

In action against railroad for damage to shipment of stock, 
instruction to allow as damages “difference * * * of the 
mules that were damaged, if any, in the condition they were 
in at the time they arrived, and the market value * * * 
at the time, had they arrived in good condition,’ held not er- 
roneous, as misleading, confusing, and incomplete.—lIbid. 

In shipper’s action against railroad for damage to shipment 
of stock, instruction failing to limit damages to amount alleged 
held not error, where verdict was confined to only evidence as to 
amount of damage which was less than amount prayed for.— 
Ibid. . 


ELEVATION REBATE CASE 


The Department of Justice has been advised that the Circuit 
Court of Appeals for the second circuit has affirmed the judg- 
ment of conviction in Spencer Kellogg & Sons, Inc., vs. United 
States, given in the federal court for the western district of 
New York for violation of the Elkins anti-rebate law in that 
the Kellogg company gave shippers an allowance out of the 
sums paid it by the railroads for elevating grain for them, as 
an inducement to shippers to route their grain so it would pass 
through the Kellogg elevators at Buffalo. (See Traffic World, 
June 18, p. 1608.) The case was argued for the government 
by Elmer B. Collins, assistant to the Attorney-General, formerly 
a member of the staff of the Commission’s bureau of inquiry. 

Judge Manton, who wrote the opinion of the court, followed 
the lines of the argument made in the brief in the case written 
by William J. Donovan, assistant to the Attorney-General, and 
Mr. Collins on this novel application of the anti-rebate law 
especially in that the judge said “the application of the statute 
is not limited to shippers and carriers, but includes and punishes 
any person or corporation whose intended acts result in the 
transportation of property at less rates than those mentioned in 
the tariffs lawfully published and filed by common carriers.” 
Continuing the judge said: “Nor is it essential to convict, 
within the terms of the statute, to prove that there was co-op- 
eration by a common carrier. The result forbidden by the 
statute was accomplished by plaintiff in error’s payment to 
consignee and shippers and resulted in shippers receiving their 
transportation at rates less than those named in the tariffs.” 

Quoting from United States vs. Koenig Coal Co., 270 U. S. 
512, Judge Manton said that “whether the person committing 
the act is shipper or carrier is not determinative.” The ele- 
vator company was neither a shipper nor a carrier but merely 
an agent hired by the carrier to perform elevation service in 
the transfer of grain from the holds of vessels at the port to 
the cars of the railroads. The railroads protested against the 
elevator company giving any part of the money they paid it to 
shippers to induce them to route their grain so that it would 
pass through the elevators of the elevation agent. Usually a 
rebate is conceived to be a payment made by a carrier to a 
shipper. The rule that has been laid down by the lower courts 
in the case, which is expected to go to the Supreme Court of 
the United States, seems to be that anyone who enables a 
shipper to get transportation for less than the published rate 
is guilty of violating the Elkins act. 


SHIPSIDE COTTON RATES 


Applications for injunction against the enforcement of the 
Commission’s orders in No. 14940, application of rates on cotton 
to gulf ports (see Traffic World, April 16, p. 992), have been 
filed in the federal court for the southern division of Texas, 
Houston division, by the railroads and by one set of cotton ware- 
housemen. They alleged that the orders of the Commission, 
dated to become effective July 16, were issued without due proc- 
ess of law and would deprive them of their property and deny 
them the equal protection of the law. The railroads allege the 
orders would deny to them the right of earning an adequate 
return on the value of their properties devoted to transportation. 
The warehousemen asking for an injunction are those having 

facilities on the water fronts at gulf ports. They claim that the 
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orders of the Commission, imposing higher rates on cotton going 
to the water front houses than on cotton going to the interior 
or uptown houses will seriously injure them and impair their 
ability to transact business and that the value and use of their 
facilities will be seriously impaired, if not destroyed if the 
orders are not enjoined. They allege the order is null and 
void because, among other things, it is in violation of section 500 
of the transportation act requiring the promotion, encouragement 
and development of water transportation, service and facilities 
in connection with the commerce of the United States, at the 
port of Houston where the applicants have their facilities. They 
claim the orders would impair and hinder the development of 
the port by penalizing the location of facilities adjacent to the 
water front, in violation of law, and therefore void. 

The application of the railroads is No. 311, in equity, Texas 
and New Orleans R. R. Co. et al. vs. United States of America. 
The application of the warehousemen is No. 495, in equity, 
Alexander, Sprunt & Son, Inc., et al. vs. United States, in the 
same court. 

District Judge Hutcheson, in whose court the applications 
were filed, summoned a statutory court composed of Circuit 
Judge Foster, District Judge Burns and himself to hear the 
arguments for the preliminary injunction, which were made at 
New Orleans on July 12 and the following day. 

The Commission was notified July 14 that the court at New 
Orleans had issued a temporary injunction as requested. The 
court, in issuing the injunction, however, said its action was 
without reference to the merits of the case but merely in the 
interest of the convenience of both parties on account of the 
nearness of the effective date of the tariffs involved. 


“" OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


The full cargo markets have been unusually dull in the last 
week, with some declines in rates, due to the offering of distress 
tonnage. Vessels for immediate loading are becoming scarce, 
with the result that even a moderate demand in the next few 
days may cause an increase in rates. Meanwhile, space is 
offered freely for late July and August and shippers anticipate 
no marked change in the existing levels. Several brokers, how- 
ever, are warning their clients that rates are not likely to go 
lower and that future commitments should be covered at current 
quotations. 

The current range of grain charter rates is as follows: 
From Montreal for July loading 2s. 3d. to United Kingdom, 
9 cents to Antwerp-Rotterdam, 9144 to 10 cents’ to Hamburg- 
Bremen, 14 cents to the Mediterranean; from Montreal for 
September-October loading, 3s. 3d. to the United Kingdom, 15 
cents to Amsterdam-Rotterdam, 16 cents to Hamburg-Bremen, 
and 19 cents to the Mediterranean; from Gulf ports for July- 
August loading, 3s. 444d. to the United Kingdom, 15 cents to 
Antwerp-Rotterdam, 15% to 16 cents for Hamburg-Bremen, 18 to 
18144 cents to the Mediterranean. 


Apropos of reports that the Bethlehem Steel Corporation 
plans to put five vessels of its own in the intercoastal trade in 
order to assure itself of reasonable transportation rates in this 
trade and that other shippers are gravely concerned over the 
possibility of foreign manufacturers gaining a foothold in Pacific 
coast: trade because of impending advances in rates by the 
Intercoastal conference lines, officials of these lines say the 
new conference agreement provides for rate adjustments to 
meet contingencies. Accordingly there would seem to be no 
reason for fears that European or Japanese competitors of 
American shippers will derive any advantage from the new rate 
schedule. 


Eastern shipping circles are stirred with rumors originating 
in Washington that several New York operators of Shipping 
Board tonnage are threatened with the loss of their services. 

The threatened action of the government’s shipping agencies 
would not altogether come as a surprise, as it has been reported, 
following the recent reorganization of the Merchant Fleet Cor- 
poration, that E. J. Kelly, the new vice-president, has been 
devoting considerable attention to the various government serv- 
ices. He is now said to be in a position to recommend to the 
Shipping Board that several drastic steps be taken to shake up 
the services. 

It is understood that the Merchant Fleet and Shipping Board 
officials believe that some of the operators who have been man- 
aging the various lines for the government should show some 
inclination to buy the services. On several occasions in the 
past they put up for sale lines operated out of New York with 
the result that they were bought by the operators. Two of the 
operaters who purchased lines from the government were Henry 
Herbermann, president of the Export Line, who acquired nine- 
teen freighters, and Frank C. Munson, who took over the Pan- 
American service of four passenger liners. 

Development of South Cove and the Morris Canal Basin, 
Jersey City, and extension of the pierhead line to provide for 
the building of 1,000-foot piers along the waterfront from the 
Pennsylvania ferry at the foot of Exchange place to about the 
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untairs of M erchandise 
“Moved Effi Bs ant Through 


NEW ORLEANS 





AST year, 200,000 tons of coffee; about 4,000,000 
tons of petroleum; 400,000 tons of metals and 
manufactures ; over 500,000 tons of bananas; 200,000 
tons of. fertilizers; 800,000 tons of lumber; 450,000 
tons of cotton—made up just a part of the mountains 
of merchandise which were handled through the Port 
of New Orleans. 


Every facility is provided 
here for the efficient and eco- 
nomical handling of vast vol- 
umes of freight. Seven miles 
of public wharves—5 miles 
with steel sheds; large der- 
ricks, locomotive cranes, ba- 
nana conveyors, the telpher 
system for sugar; stationary 
and portable conveyors and 
trucks for all commodities, 
special elevators for unload- 
ing sand and gravel, coal tip- 
ples and many small devices 
make the commodity-handling 
equipment of the Port unique 
and efficient. 

Other facilities include grain 
elevators, with a total storage 
capacity of 5,722,000 bushels; 
coal and bulk commodity- 
handling plant with a storage 
capacity of 25,000 tons, weigh- 


ing and moving 1,000 tons per 
hour; and ample warehouse 
space to meet every demand. 
Ten trunk-line railroads, sup- 
plemented by splendid inland 
water service—including Fed- 
eral Barge Line—with rate 
economies to river points and 
extended to interior destina- 
tions in the Mississippi Valley 
through the various gateways. 
All rail lines, inland water 
carriers, coastwise service and 
the more than 80 steamship 
lines serving the Port are co- 
ordinated by the New Orleans 
Public Belt Railroad—a mu- 
nicipally owned and operated 
facility. 

Clear your shipments through 
New Orleans, and save time 
and money ! 


Write for full information. Address Room 204. 


NEW ORLEANS 
ASSOCIATION 


of COMMERCE 


Where p 
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Speed in Transit Makes 


Profit in Turnover 


Ship Via Ghe 
Port of Houston 


Merchandise cannot be sold until it reaches 
the shelf of the retailer. Speed means profit 
and via The Port of Houston—and the seven- 
teen railroads which serve this port—speed 
is assured. 


Steamship Lines Which 


Serve the Port of Houston 
Se 


TRANS-OCEANIC LINE 


Gothenburg, Oslo, Copenhagen 
and Other Scandinavian Ports 


—, 


Swedish American Line 


Christiana, Gothenburg, Copen- 
hagen and Other Scandinavian Ports 


5 ———— 
Saint Larrinaga Line 


Bremen, Hamburg 
=») 


Norway-Mexico & Gulf Line 


Scandinavian Ports 


LARRINAGA LINE 


Liverpool, Manchester 
—=?> 


CASTLE LINE 


Havre, Antwerp, Ghent 
Other Continental Ports 


These Lines Represented in Houston by 


FOWLER & McVITIE 
E. P. Chandler, Rep. 


Send for “Port Houston”—free for the 
asking. 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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foot of Essex street is proposed by the City Commission of 
Jersey City as the first step in the creation of a great steamship 
terminal with direct railroad connections on the west bank of 
the Hudson and so near the mouth of the river as to avoid the 
congestion existing further up. 


A hearing is to be held in the Army Building on the applica- 
tion for extension of the pierhead line and dredging of the river 
in the area mentioned, so as to provide ready access for the 
largest ocean liners. The plan provides for connection with the 
Holland Vehicular Tunnel and the proposed piers will be only 
a short distance from the Pennsylvania ferries and the Exchange 
place station of the Hudson & Manhattan Tunnel, connecting 
with both upper and lower Manhattan. The proposed location 
also is favorable for warehouse and industrial developments. 


Information concerning the new westbound tariff of the 
reorganized U. S. Intercoastal Conference containing average 
increases of about 30 per cent has become available. Advances 
in rates vary from 8 to 40 per cent in some cases. Shippers have 
expressed opposition to some of the advances but, in general, 
they seem to be satisfied with the new tariff in the belief that 
it will stabilize intercoastal traffic and prevent discriminations. 
Previously, shippers have never been sure that their compet- 
itors were not obtaining lower rates from some other source. 
The rates generally will become effective on August 1. 


Under the new rules the lines are divided into three groups. 
Included in the “A” group lines are: American Hawaiian 
Steamship Company, Luckenbach Steamship Company, Dollar 
Steamship Line (passenger ships) and Panama-Pacific Line. 
Groups “B” and “C” consist of the Arrow Line, California & 
Eastern Line, Munson-McCormick Line, Ocean Transport Com- 
pany, Quaker Line, Transmarine Corporation and Williams 
Steamship Company. Division of the major lines and the other 
carriers was agreed on in order to carry out the differential 
procedure made necessary in an equitable adjustment of the 
traffic so that all concerned will share in the benefits. 


Following are the rate changes on some of the commodities, 
subject to special tariff items, the rates being per 100 pounds. 


Agricultural implements and parts thereof, from 75c to 90c, C. 
L.; from $1.35 to $1.40, L. C.- L., after September 30. Agricultural 
implement parts, hand ‘and other than hand, from 60c to 70c; 
85c to $1.20, L. C. L., after September 30. 

Beverages, 60c (no change), C. L.; from 95c to $1.10, L. C. L. 

Brass, copper, bronze, etc., in bars, castings, etc., 70c (no change), 
Cc. L.; from 95e to $1.20, L. C. | ditto such as bearings, nuts, nails, 
etc., 85c (no change), C. L.; from $1.10 to $1.35, L. C. L. 

Canned goods from 40c to 50c, C. L.; from 70c to $1, L. C. L. 

.: eae. rugs, ete., from $1 to $1.25, C. L.; from $1.25 to $1.75, 

Clothing and drygoods, in bales and boxes, from 95c to $1.10, 
Cc. L.; from $1.20 to $1.60, L. C. L. Ditto in cases such as arm bands, 
collars, etc., from $2.50 to $3, C. L. Ditto in bales or boxes, such 
as cotton or woolen knit goods and hosiery, from $1.05 to $1.20, 
Cc. L.; from $1.30 to $1.70, L. C. L. Ditto in bales or boxes, such 
as burlap, napkins, table cloths, etc., from 75¢c to 90c, C. L.; from 
$1 to $1.40, Ca Ba 

Cocoa powder, in bulk and barrels, from 75c to 90c, C. L.; from 
$1 to $1.40, i oa 

Drugs, medicines and chemicals, etc., from 90c to $1, C. L.; from 
$1 to $1.50, L. C. L., after September 30. 

Electrical appliances, machinery and supplies, from 90c to $1.10, 
Cc. L.; from $1.20 to $1.60, L. C. L., after September 30. 

Furniture, etc., from $2 to $2.25, C. L.; from $2.35 to $2.75, 

a ee ditto, released to value not exceeding’ $20 per package, from 
$125 to $1.50, C. L.; from $1.60 to $2, L. C. L. 

Oil, cocoanut, cotton seed, etc., from 50 to 60 cents, C. L.; from 
80 cents to $1.10 

Machinery and machines, such as compressors, propeller wheel 
blades, locomotive cranes, etc. , from $1 to $1.10, C. L.; from $1.40 to 
$1.60, . ¢ L., after September 30. 

Oils, liquid. or solidified, crude or refined, from 40c to 60c, C. L.; 
from 80c to $1.10 Cc. E: 

Soap, etc., 50c (no change), C. L.; from 75c to $1, L. C. L., after 
September 30. 

Sodas and chemicals, 40c (no change), C. L.; from 60c to 90c, 
L. C. L., after December 31. 

Tinware, sheet ironware and sheet steelware, from $1 to $1.10, 
Cc. L., from $1.25 to $1.60, L. 


Among the changes noted in the rules dealing with consol- 
idation of shipments are the following: 


Carload rate will apply where a carload of freight taking car- 
load rate as provided in tariff is received from one shipper and 
moves in one steamer, from one port of loading, consigned to one 
consignee at one port of discharge covered by one bill of lading. 

The carrier shall not hold or delay shipments beyond the interval 
between its successive sailings, except in the case of lines sailing 
more frequently than weekly, who will be permitted a maximum 
period of seven days for consolidation in accordance with the other 
sections of this rule. 

Split deliveries or carload shipments between Pacific Coast ter- 
minal ports will not be permitted, except upon payment of L. C. L. 
rates on the entire quantity billed. 

If local delivery or forwarding is required at discharging ports 
of other than one general shipping mark or brand, a charge of 
10c per 100 pounds shall be assessed on the total weight of the 
shipment as per ocean bill of lading. 


SHIPPING CLAIMS SETTLED 


The State Department has effected a settlement of claims of 
Great Britain against the United States and of the United States 
against Great Britain, with respect to chartering of vessels and 
transportation of troops in the war period. The settlement was 
made without payment of money. 


THE TRAFFIC WORLD 


Vol. XL, No. 3 


N. Y. LOADING COMPLAINTS 
The Trafic World New York Bureau 


Acting on complaints from its members indicating dis- 
satisfaction with the loading situation on steamship piers, the 
New York Merchants’ Association has initiated conferences in 
an attempt to bring about the adoption of uniform regulations 
to govern the loading of merchandise imported from abroad or 
arriving in coastwise commerce, and the issuance of a statement 
giving a uniform scale of rates. 

The loading of merchandise for removal from steamship 
piers is an important link in commerce carried on by water. 
The enormous value of imported merchandise alone is shown 
by the fact that. in the last calendar year it reached a total of 
$2,225,000,000 through the Port of New York. This port handles 
approximately 40 per cent of all the inbound foreign commerce 
of the United States. 

The loading of this merchandise is now done almost entirely 
by a group of longshoremen who are known as “loaders.” In 
recent years they have maintained a union organization. 

The conference between foreign consuls in New York and 
shippers in foreign trade, being held under the auspices of the 
Merchants’ Association, represented by its Foreign Trade 
Bureau, have been adjourned for the summer after the formula- 
tion of proposals to be submitted to the Pan-American Union 
for inclusion in the agenda of a committee which: is being 
organized by the Union to study the simplification of consular 
procedure and documentation. 

Full information regarding the regulations and practices of 
the various foreign consulates in New York City has been 
received through the Society of Foreign Consuls in New York. 
The Merchants’ Association is distributing to its members re- 
questifig’ such information notices of changes in consular regu- 
lations. It sent out through its Foreign Trade Bureau in June 
2,242snotifications of such changes. These included a statement 
regarding the commercial treaty arrangement with Spain; frac- 
tional numbers no longer required on Mexican invoices; vise 
charge for consular invoices increased by Salvador from 3 per 
cent to 4 per cent; annulment of the regulation that insurance 
documents must accompany consular invoices on shipments to 
Peru; certificates of origin for flour shipments to Czechoslovakia 
no longer to be vised if flour originates in the United States; 
increase from eleven to twenty-two pounds for the parcel post 
weight limit on packages moving through the mails between 
the United States and Great Britain; new regulation that con- 
sular invoice fees on shipments to Guatemala are to be paid at 
the point of destination rather than at the point of origin. 


DIESELIZATION OF SHIPS 


The Shipping Board has authorized Commissioner Benson 
to employ Gibbs Brothers, Inc., of New York, and Rear Admiral 
D. W. Taylor, U. S. N., retired, jointly, to prepare plans and 
specifications under which bids will be sought for alteration 
and installation of Diesel electric equipment on one or more 
of three large steel cargo steamers now laid up in the board’s 
inactive fleet. Admiral Taylor and William Francis Gibbs, of 
Gibbs Brothers, have been working together on experiments 
relative to the possibilities of increasing the speed of ships by 
alteration of the hull line. They have submitted a report in 
which it is stated that their investigations indicate that certain 
changes in the design of the vessels considered will increase 
their speed. The ships under consideration are the Courageous, 
Defiance and Triumph, each of 11,773 tons deadweight. Up to 
the present time the ships converted to Diesel propulsion have 
been for operation on direct Diesel drive. The plan for these 
three ships will call for Diesel electric drive. 


AIR MAIL TO MEXICO 


Postmaster General New has addressed a letter to the 
Postmaster General of Mexico advising him of a proposal to 
inaugurate in the near future a contract air mail service between 
San Antonio and Dallas, Texas, connecting with the through 
route to Chicago and New York, and asking whether the Mexi- 
can administration is contemplating the establishment of air 
mail service between any of its cities and the border. Post- 
master General New indicated that he would withhold decision 
on the extension of the air mail route south of San Antonio— 
whether it should go to Brownsville or Laredo—until it was 
determined which of these cities, or other points on the border, 
would be most convenient to the Mexican government for a 
later connection with any Mexican air service that might be 
established to the border. 


W. Irving Glover, second assistant Postmaster General, has 
under consideration with representatives of commercial organi- 
zations in Birmingham, Ala., a proposal for the establishment 
of a contract air mail service between New Orleans and Atlanta, 
via Mobile and Birmingham. 


MAIL PAYMENT AID TO SHIPS 


The Post Office Department, in granting a contract to the 
American Export Liné for the transportation of the mail between 
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JOS. STOCKTON TRANSFER CO. 
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DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
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north Atlantic and Mediterranean and Black Sea ports, has 
increased the compensation for that service from $100,000 to 
$200,000 for the fiscal year ending June 30, 1928. The increased 
compensation was granted, it was said, because of the keen 
competition met by the Export line from foreign flag ships. 
The Export line has been under private operation for several 
years, having been sold by the Shipping Board. . 

Payment of what virtually amounts to a mail subsidy to 
American flag ships carrying the mails in foreign trade is author- 
ized by law, which is based on the theory that such aid should 
be given by the government to promote the development of a 
privately owned and operated merchant marine in foreign trade. 

Objection to the mail payments on the ground that they 
constituted a subsidy was made at the last session of Congress 
but the appropriation enabling the Postmaster General to make 
the payments went through. Provision was made that the con- 
tracts should run for only the life of the appropriation—one 
fiscal year. This provision made necessary the renewal of a 
number of contracts with American flag lines that carry the 
mails. 


SHIP COMPANY LIABLE FOR DAMAGE 


The Shipping Board is entitled to recover for damage done 
the America, the ex-German passenger liner formerly operated 
in the north Atlantic service of the United States Lines, from 
the Newport News Shipbuilding & Dry Dock Company, under 
a decision of the federal court for the eastern district of Vir- 
ginia, according to the Department of Justice. The vessel was 
damaged by fire while,in the yards of the shipbuilding company. 


VESSEL NOT SUBJECT TO LIENS 


The federal court for the eastern district of Louisiana, 
according to the Department of Justice, has held in cases involv- 
ing claims for supplies and equipment furnished the vessel 
Minnesota that, under the merchant marine act of 1920, a lien 
for supplies is not conferred when those selling the supplies 
know, or by exercise of reasonable diligence can ascertain, that 
the person ordering the supplies is without authority to bind a 
vessel therefor. The vessel in this case was sold by the Shipping 
Board subject to a preferred mortgage. The conditions of sale 
stipulated that no lien was to have priority over the lien of the 
mortgage on the vessel. 


MOTORSHIP BUILDING EXCEEDS STEAM 


For the first time in the history of shipbuilding motor ton- 
nage under construction throughout the world is larger than 
steam tonnage, it is revealed in the returns of Lloyd’s Register 
for the June quarter. The figures for motor vessels were 
1,459,595 tons and for steamships 1,366,809. 

The total volume of merchant tonnage under construction 
throughout the world for the quarter ended June 30 amounted 
to 2,840,545 gross tons, an increase of nearly 300,000 tons over 
the previous quarter and a gain of more than 900,000 tons since 
the first of this year. 


SHIP SALE PLANS 


The Shipping Board has postponed action on proposals to 
advertise three Pacific coast cargo services for sale until Octo- 
ber, pending a report from the Merchant Fleet Corporation on 
the general trans-Pacific rate situation. The lines involved are 
the American Australia Orient Line, the Oregon Oriental Line 
and the American Oriental Mail Line. These three lines have a 
total of 41 vessels, aggregating about 375,000 tons. The report 
of the Fleet Corporation, which will be made after an investi- 
gation, will deal with the routing of the three lines. The cor- 
poration is asked to recommend any alterations that it feels 
would be in the interest of procuring satisfactory disposal of 
these ships to private interests. 

The board has directed the Fleet Corporation to draw tenta- 
tive plans and specifications for the sale of four trans-Atlantic 
cargo lines and to give the board a report on current operating 
conditions of these lines. The lines are the American Scantic 
Line, operating from the north Atlantic to Scandinavian and 
Baltic ports; the America France Line, operating from north 
Atlantic to French ports; the American Palmetto Line, operating 
from the south Atlantic to Continental European ports, and the 
American West African Line, operating from north Atlanitc 
ports to the west coast of Africa. These four lines operate 36 
ships, aggregating about 294,680 tons. 


MID-WEST ADVISORY BOARD 


Some quickening in business activity in general in the mid- 
west territory in the coming three months, as contrasted with 
the corresponding quarter last year, was indicated by the re- 
ports of the commodity committees of the Mid-West Shippers’ 
Advisory Board at the thirteenth regular meeting of that organ- 
ization in Green Bay, Wis., July 13. 

The reports fell into three general classifications—those in 
which increased business, as compared with the corresponding 
months last year, was anticipated in the next quarter; those 
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in which the level of business activity will show little or no 
change; and those in which some recession of activity was 
anticipated. Combining all of these reports, however, and view- 
ing the situation as a whole, it appears that there will be some 
slight increase in mid-west traffic movement in July, August, and 
September, this year, compared with the same months of 1926. 

The brick and clay products committee anticipated an in- 
crease of approximately 10 per cent in shipments, while an 
increase of from 8 to 10 per cent was expected by the cement 
committee. This committee reported that prospects for the com- 
ing quarter were bright. Highway work in practically every 
state would show an increase, while city work, building and 
subdivision work would also show a higher level of activity 
throughout the mid-west territory than a year ago. 

For cereal beverages and mineral waters an increase of five 
per cent in business was predicted, while the grain products 
industry anticipated better business by 10 per cent than in 
the third quarter of 1926. The hides and leather trade also 
expected a business improvement of about 20 per cent, as com- 
pared with a year ago, while a five per cent increase was 
predicted in the movement of lumber, and an eight per cent 
increase in paper and pulp. 

The sand, gravel and stone committee reported an expected 
increase of 15 per cent over a year ago, with a fairly good out- 
look for the future, while the movement of silica sand was 
expected to show a five per cent increase. 

Business approximately equal to that done in the third quar- 
ter of 1926 was anticipated by the acid and chemical industry; 
the agricultural implement industry; the corn products industry; 
fresh fruits and vegetables; glass containers; live stock; pack- 
ing-house products; petroleum; shells, and soap. The furniture 
committee reported stocks at about the same level as a year 
ago, with about the same business prevailing as last year, while 


the grain committee also expected little change in shipments. 


The movement of field seeds would be lighter than during 
the corresponding period last year by from 15 to 20 per cent, 
it was predicted. The movement of new crop seed to the ter- 
minal market would begin the latter part of August, and the 
volume of this movement would largely depend on the outcome 
of the crops. It was anticipated that the movement would be 
about 85 per cent as large as a year ago, with the possibility, 
however, that weather conditions would better this situation. 
The iron and steel industry is operating on a basis of approxi- 
mately 75 to 80 per cent capacity, which is 10 per cent below 
the 1926 business for this period. That this lower basis would 
be maintained the coming three months was predicted. 

A five per cent decrease was anticipated in the shipments 
of products manufactured from lumber, with the same per- 
centage of decrease expected in the movement of machinery. 
The present condition of the paperboard and paperboard box 
industry was reported as 15 per cent below normal for this 
time of year, to remain correspondingly below normal in July, 
August and September. The salt business was also a little be- 
low normal, but it was hopeful for increased activity within 
a short period. Conditions in the waste material trade were 
reported as quiet, with a slight decline anticipated. 

In addition to the business forecast by the commodity com- 
mittees, reports on the railway situation were presented by 
L. M. Betts, of Washington, D. C., and W. D. Beck, of Chicago. 
An address was also made by C. T. Jaffray, president of the 
Minneapolis, St. Paul & Sault Ste. Marie. 


CENTRAL WESTERN BOARD 


Errors in telegraphic transmission caused the article in the 
July 2 Traffic World, in giving estimates of carload shipment, 
to say: Idaho, 6.7 per cent; Nebraska, 2.9; Utah, 3.5; Wyoming, 
2 It should have said: Idaho, 67 per cent; Nebraska, 29; Utah, 
35; Wyoming, 21. 


REVISION OF POSTAL RATES 


That an effort to bring about a complete overhauling of 
Post Office Department bookkeeping and revision of postal rates 
will be made when the next Congress convenes was indicated 
in a communication sent to more than 1,500 organization mem- 
bers of the Chamber of Commerce of the United States by its 
president, Lewis E. Pierson, of New York. ; 

It is asserted on the part of the national Chamber that with 
a business-like accounting system the Post Office Department, 
instead of showing an operating deficit of more than $37,000,000 
would show a surplus. The apparent deficit, it is contended, is 
due to the fact that the government charges against the depart- 
ment all the free and less-than-cost services which are a part 
of governmental policy. 

By following the course of attempting to make commercial 
mail pay not only the costs incurred in handling it but a portion 
of the deficit incurred in the handling of free and less-than-cost 
mail, it is asserted, rates on revenue producing mail have been 


pushed so high as to become unjustifiably burdensome to the . 


public with which it originates. Following business practice, 
it is contended, cost free and policy services should be charged 
against the general treasury instead of being saddled upon 
mail users. 
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731 Terminal Street 





Free Switching to Warehouse. We 


The Largest and Finest Hotel in the State 


66 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ase’t Manager 


‘\ 


CLASS RATES 


NEW YORK BOSTON 
PHILADELPHIA BUFFALO 
BALTIMORE CHICAGO 
PITTSBURGH ST. LOUIS 
ROCHESTER MILWAUKEE 
SYRACUSE DETROIT 
CLEVELAND CINCINNATI 
TO 
Ten Thousand Destinations 
in the East and South are 
conveniently shown in 


HARTMAN’S EASTERN 
FREIGHT RATES 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in seme capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


San Francisco Office, 9 Main Street 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 


local and car shipments. Insurance rate 15c. N 
Receipts The Weicker Transfer & Storage Company 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Leading Hotel of Denver” 





THE TRAFFIC WORLD 









Scheduled Sailings via Panama 





















Also regular sailings for Mazatlan, 
perico, San Jose de Guatemala, Acajutl 
Union, Corinto, Amapala, Puntarenas, 


Los Angeles, California 
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in the DISTRIBUTION of 
legotiable Warehouse 


It's the Dinkler 











MR. SHIPPER— 


If you are interested in Freight Rates from any one of the 
cities named we will appreciate the privilege of sending you 
our Eastern Freight Rates for a trial period of thirty days. 
This publication is something new in Freight Rate Compila- 
tion and we want the Shipping Public to inspect our work. 

Sign and return the attached coupon and a copy of the 
Best Rate Guide ever built will be laid on your desk. 


W. J. HARTMAN, Publisher 
732 Federal Street, CHICAGO, U.S. A. 


PANAMA MAIL 8.8. CO. 
Fast Freight and Passenger Service 


From—SAN FRANCISCO AND LOS ANGELES 
Te—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
30 A 1 


S. S. VENEZUELA ............. J ug. 
S. S. ECUADOR.............. Au 20 August 22 
S.S. COLOMBIA.............. pt. 17 Sept. 19 


OFFICES 
350 Marquette Bidg., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanever Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 


ee 








Canal 


Manzanillo, Cham- 
a, La Libertad, La 
San Juan del Sur 


and Balboa, Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 
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Hotels 


The 
300 rooms—300 baths 
The 
250 reoms—250 baths 
high- ~~ 425 rooms—425 baths 
On the main . ry 
mr “Eck bects «= The Andrew Tenn. 
convention = 406 rooms—400 baths 
facilities for, omy The Ansley—Atianta, Ge. 
oo — 450 reoms—450 baths 
everv other conven The Piedmont—Atianta, Ga. 
tourist. 400 reoms—75 sample rooms 
ae sane Reasonable rates—-Best of service 
Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co. Inc. 
Carling. Dinkler, Pres. 


COUPON 


Ww. J. HARTMAN 
Publisher 
732 Federal St., Chicago 


Send on 30 days’ trial 
Hartman’s Eastern 
Freight Rates, our 
only obligation is the 
return of the issue if 
not satisfactory. 


144 THE TRAFFIC WORLD 
BIG ROAD FIGURES 


Vol. XL, No. 3 
Jul; 
Chicago, Milwaukee a St. Paul— 











is 789,113 11,041,523 08,260 $6.8 
Large Class I roads had an aggregate net railway operating Chicago, St. Paul, ay ee ; € 
income of $330,757,099 in the five months ended with May as 1927 2,018,211 1,609,459 208,970 79.7 
compared with $329,866,074 in the corresponding period of 1926, deci ‘Steal 1926 1,979,920 1,711,868 134,368 86.5 
and a net of $73,799,126 in May as against $74,265,750 in May, One ee ee ae 8,925,680 6,556,726 1,574,159 73.5 
1926, according to the monthly statements prepared by the 1926 8,659,762 6,572,023 1,386,124 75.9 
bureau of statistics of the Commission from reports of carriers Minneapolis, St. Paul & Sault, Ste, Marie~ $26,560 279.984 82.8 
with annual operating revenues above $25,000,000. Pa 3°786,897 3'033, 768 455,733 80.1 
The figures covering operating revenues, operating expenses, Northern Pacific— E 
net railway operating income and operating ratio, for May, 1927, 1926 138797 opes' ed . Pogo os 
and May, 1926, follow: Oregon-Washington R. R. & Navigation Co.— at 
Net Oper- 1927 2,182,735 1,984,676 *116,031 90.9 
railway ating 1926 2:370,733 1,901,641 193'928 80.2 
Operating Operating — = Central Western Region: 
revenues expenses ncome (7 Atchison, Topeka & Santa Fe— 
Total—Reads reported: ° 1927 16,494,558 12,774,072 2,531,096 77.4 
1927  $442,601,490 $333,371,342 $73,799,126 75.3 1926 15,153,473 11,509,663 2,417,546 76.0 
1926 440,851,560 332,694,129 74,265,750 75.5 Chicago & Alton— ctitieie Retin al ai 
ede my - Mabon: mn ae ted? re 2°465,438 1,942,873 235,559 «78.8 | 
cago, Burlington uincy— | 
1927 6,484,073 4,900,840 1,039,672 75.6 ad ° 1927 11,338,669 8,773,535 1,427,712 77.4 
1926 6,643,315 5,007,446 1,102,483 75.4 1926 11'987,838 9°992°811 979°547 834 
New York, New Haven & Hartford— Chicago, Rock — - Pacific— 
1927 11,784,081 8,453,698 2,133,278 71.7 10,870,855 8,495,922 1,290,953 78.2 
1926 11,864,347 8,762,084 2,057,888 73.9 . one 1936 - 9,754,199 8,189,835 1,196 84.0 | 
ton: enver o Grande estern— | 
bas ty 192 2,413,575 2,077,703 218,491 86.1 
1926 2'567,779 2,002,532 462,613 78.0 | 
1927 3,831,527 2,816,658 868,462 73.5 Ovegia Bhert Edie 
1926 4,072,704 2,825,987 1,185,593 69.4 1927 2,463,329 2.050.657 84.484 93.2 
Delaware, Lackawanna & Western System— 1926 2; 688, 555 2,126,760 245,328 79.1 | 
1927 7,806,292 5,084,269 1,960,948 65.1 Southern Pacific = Lines) ‘ahaa asia me 
1926 7,725,429 5,253,832 1,839,551 68.0 Fi eriaeee | iaeeotane png. 3 
Erie (including Chicago & Erie)— Union Pacific— of BU, sSEt, , 
1927 10,705,589 8,021,518 1,947,149 74.9 1927 8,140,704 6,118,802 1,143,906 75.2 
1926" =: 10,191,668 = 8,223,424 = 1,304,231 = 80.7 1926 8,314,310 6,175,351 1,288,482 74.3 
Lehigh Valley— Southwestern Region: 
- 4 1927 6,874,175 5,124,888 1,234,937 74.6 Gulf, Colorado & Santa Fe— mi 
ea eat 1926 7,143,895 4,859,357 1,716,627 68.0 Pid 5.40320 eT ee - 
chigan entrali— ’ ’ « ’ ’ oJ, e 
1927 7,760,679 5,375,728 1,817,215 69.3 Missouri-Kansas-Texas— 
1926 8,111,353 5,534,967 1,900,539 68.2 1927 2,987,180 1,981,870 807,630 66.3 
New York Central Gnctuding’ Boston & , Albany) — eet eas ne Pt nand ot 2,767,074 1,856,033 721,433 67.1 
24 ’ o ,V04,40 e — 
1926 32,415,915 23,459,895 6,394,421 72.4 1927 1,663,554 1,322;674 123,903 79.5 
New York, Chicago a St. Louis— 1, sala sania in a 1926 1, 553, 538 1,261,036 83,649 81.2 
1926 4,650,763 3,341°720 912,843 71.9 1927 9,776,659 8,557,798 415,972 87.5 
Pere t Vi ld ‘ 1926 10,480,970 , 8,272,974 1,310,216 78.9 
ere Marquette— » sie te St. Louis-San Francisco— 
1927 3,827,428 2,835,671 655,538 74.1 1927 6.951.995 5,007,110 1.578.582 72.0 
1926 3,648,723 2,732,096 573,830 74.9 1926 7,193,423 5,166,048 1,739,372 71.8 
Pittsburgh & Lake Erie— Texas & New Orleans— ita phi . 
1927 2,666,789 2,199,255 628,231 82.5 1927 5,889,163 5,001,858 361,605 84.9 
1926 2,540,407 = 2,144,563 565,571 = 84.4 1926 5,377,970 4,866,795 60,413 90.5 be 
Wabash— Texas & Pacific— 
1927 5,638,774 4,437,494 628,300 78.7 1927 3,088,658 2,439,906 322,545 79.0 — 
1926 5,876,948 4,541,288 786,935 77.3 1926 2,695,559 2,183,986 296,930 81.0 
t t Region: ‘ 
gag ny | Ohio— The corresponding figures for the five months ended with 
1927 21,107,714 15,289,403 4,400,380 72.4 May follow: 
1926 20,280,614 8° 013,784 4,068,322 74.0 Potal—Roads reported: 
tin: gare ma ane ee 1927 34,202,376 25,647,549 5,747,903 75.0 
5,249,905 ,672,294 , . 1927 $2,136,174,151 1,638,117,498 330,757,099 76.7 
1926 5,242,015 3,542,405 1,145,434 67.6 New England metten: 
Chicago & Bastern, dilinois— 2.8 Boston & Maine— 
4 Het pik reer oso ose'so6 | 88'9 1927 31,536,107 24,356,329 4,503,587 «77.2 
Cleveland, Cincinnatt, , Chicago & St. Louis— s + New York, New Fad ‘ 32, 815,366 25,136,955 5,002,749 76.6 
a resisss | eisai? AST 78.1 1927 56,237,331 42,188,306 8,033,700 —-75.0 
»649, Pol, : 1926 56,486,720 42,084,536 9,372,644 74.5 
Elgin, Joliet & Eastern— Great Lakes Region: ita <_< 
1927 2,141,822 1,459,975 405,881 68.2 Delswade i telson... 
sida bites: 3 Oe 3,279,894 1,416,488 ove,6is GBI 1927 17,304,958 14,603,105 1,927,819 84.4 
1927 3,595,275 2,670,989 467,485 74.3 1926 16,904,055  13,698°157 2,516,641 81.0 
1926 3520 987 2'535 314 507,382 72.0 Delaware, Lackawanna & Western System— 
Pennsylvania— tiie nig : 1927 34,203,376 25,647,549 5,747,903 75.0 
1927 57,585,761 42,887,947 10,097,095 74.5 Erle (includi oi ‘. 83,460,332 24,875,837 5,887,925 74.3 
iets 1926 57,829,596 44,031,342 9,064,113 76.1 rie (including — poe iene asain me 
ea ng— ‘ ’ ’ ’ ’ ’ ’ ° 
& 1997 8,240,753 6,294,039 1,542,057 76.4 istitet Wien 1926 47,607,065 39,826,555 4,359,684 83.7 
A ee oo 1926 8,271,212 6,385,189 1,528,107 : 1921 20,722,267 24,384,800 cena sina 
A ’ ’ 2 ’ 9 ’ , , 7 . 
Chesapeake & Ohio— Michigan Central— 8 695,908 4,005,522 79.1 
— 2 foe i (6S 1927 36,718,666 25,577,365 8,515,413 69.7 
Ww, 1926 11,018,749 7,407,888 = 3,341,722 67. 1926 38,831,627 . 26,527,142 97244728 68.3 
Norfolk & ee. 9.588.962 5.992.096 2 986,610 62.5 New York Central Gopeting Boston & Albany )— 
1926 9306 053 5 562 364 3230163 59.8 1927 158,541,206 122,064, 008 24,168,097 77.0 
Southern Region: oie ey ss ai 1926 157,154,370 120,195,479 25,532,821 76.5 
Atlantic Coast Line— New York, Chicago & St. Louis— 
1927 7,336,377 5,573,376 1,086,191 76.0 1927 22,178,048 16,202,244 3,895,286 73.1 
"194. "999" 240,642 72.3 1926 22°628,669 16,268,346 4,373,938 71.9 
1926 8,194,105 5,823,422 1,310, : iit Silieniiien 
ee See 2,192,953 1,760,992 334,480 «80.3 1927 17,941,807 12,759,002 «3,567,771. 71.1 
1926 2.475,724 2,009,482 353,318 81.2 1926 17,687,218 12,654,793 3,407,906 71.6 
= pee ; ; Pittsburgh & Lake Erie— 
Tilinols Central 497 12,841,277 10,089,620 1,745,577 «78.6 1927 13,497,169 11,478,055 3,073,309 «85.0 
1926 12,688,213 10,013,060 1,873,916 78.9 —_——e 1926 13,459,898 11,013,119 3,497,449 81.8 
Louisville & Nasny iy 12,546,688 9,703,044 «2,196,598 77.3 1927 28,022,807 21,660,487 3,482,752 «77.3 
1926 11,792,715 9,032,016 2,253,416 76.6 1926 28,218,546 21,416,851 3,913,722 75.9 
coeameauainael Line 27 5,468,887 3,997,178 1,052,485 73.1 Cues & — 
1926 5,574,889 4,271,020 "779,920 76.6 1927 99,700,851 76,131,360 17,401,223 76.4 
Southern— af 3 . silat 1926 96,459,457 75,070,236 15,569,471 17.8 
2, R g Central o ew Jersey— 
1926 12 599" 70 3132/9276 F461 802 128 1927 23,527,705 18,335,012 3,311,275 = 77.9 
Yazoo & Mississippi Valley din sic “a ; 22,480,674 17,020,034 2,923,519 75.7 
1,594,0 a , i o & Eastern nois— 
i260 aoS 781 «oes eG | BIeTO BGT — 1927 11,312,851 9,250,476 «834,833 «81.8 
Northwestern Region: ieae 11, "049, 350 9,549,396 302,830 86.4 
Chicago & North eg Cleveland, Cincinnati, Chicago & St. Louis— 
1927 12,402,122 9,470,465 1,930,021 76.4 1927 37,792,872 29,221,463 6,003,382 17.3 
1926 12,962,873 10,034,054 2,082,264 77.4 1926 37,322,857 28,266,364 6,471,608 75.7 












Use President 
Steamers 


to the Orient via Seattle and the great Circle 
Route. Regular sailings every other Tuesday 
to Yokohama, Kobe, Shanghai, Hong Kong 
and Manila. 


Through bills of lading to other ports. 


= 


> 
> 


T. J. Kehoe, General Eastern Agent, 32 Broadway, New York 


W.G. Roche, Inc. General Agent, R. W. Bruce, General Agent, 
1714 Dime Bank Building, 1108S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 


| 

| 

| L. L. Bates, General Freight Agent, 

| 1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B. C., Victoria. B. C. 








GULF DACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf -Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, III. 


SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 




































































320 Merchants Exchange Building St. Louis, Mo. 
THE STEELE STEAMSHIP LINE, INC., General at Agents 
15 Moore Street York, N. Y. 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From PORT NEWARK, N. J. (New York Harbor) 


SUN WARECO 20. sccccccccecvcvcs July 20 
SPORE UIERRED o10)- oo ciece ees seeeersen July 30 
gS A reer se Aug. 10 


GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 






















From From 

Mobile New Orleans 
SUDAWSONCO.......... July 12 July 16 
SUMANCO.............. July 22 July 26 


Sab hivinc warden 3 Aug. 5 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 

Sailings every 10 day every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 5 Nassau St. New York City 
Telephone Mulberry 4300 Telephone Rector 0020 


ies: Beaumont, Buffalo, Chicago, Los Angeles, Mobile, 
“es Govan, Pensacola, Pittsburgh, San Francisco. 
















United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 























FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 

JAMAICA COLOMBIA 

ist demente tg 

Jamaica Outports Santa Marta 

TA RICA 

CANAL ZONE aia teal 

Cristobal ALSO 
PANAMA re oe 

Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place... ............. New York, N. Y. 
321 St. Charles Street........... New Orleans, La. 
ee aE reer pear res em Boston, Mass. 
Marquette Building.................. Chicago, III. 
311 California Street.......... San Francisco, Cal. 


























































































Net Oper- 

railway ating 

Operating Operating operating ratio 
revenues expenses income %o 


Elgin, Joliet & Eastern— 
1927 10,935,633 7,068,702 2,591,424 64.6 
1926 10,878,052 7,094,146 2,421,370 65.2 


Long Island— 
1927 15,355,715 12,921,006 1,012,414 84.1 
1926 14,535,054 12,005,036 1,253,058 82,6 
Pennsylvania— 
1927 277,297,657 216,374,160 42,203,718 78.0 
1926 277,450,869 224,830,171 33,875,449 81.0 
Reading— 


1927 39,995,839 30,619,966 7,324,180 76.6 
1926 39,140,197 29,883,816 7,830,990 76.4 
Pocahontas Region: 


Chesapeake & Ohio— 
1927 55,793,665 38,151,730 14,855,231 68.4 
1926 50,934,205 36,988,498 12,280,831 72.6 


Norfolk & Western— 
1927 46,389,196 29,694,425 13,597,336 64.0 
1926 44,671,807 28,119,550 14,243,013 62.9 
Southern Re 


gion 
Atlantic Goast Line— 
1927 39,343,267 28,027,986 8,168,648 71.2 
46,040,613 30,230,710 10,889,952 65.7 


11,759,082 8,941,931 2,086,065 76.0 
1926 13,057,245 10,082,106 2,087,800 77.2 


1927 64,107,015 48,424,406 10,766,350 75.5 

1926 63,893,304 49,266,705 10,454,456 77.1 
Louisville & ———* 
7 


60,105,120 47,626,131 9,355,021 79.2 
60,321,523 46,616,663 10,483,729 77.3 


28,730,563 21,219,358 5,143,219 73.9 
1926 31,384,026 22,945,578 5,024,899 73.1 


1927 61,223,217 44,831,597 11,848,263 73.2 
1926 63, 578, 239 45,751,118 12,574,577 72.0 
Yazoo & Masieotogs fe” 


19 
Central of Georgia— 
1927 


Illinois Central— 


1926 
Seaboard Air Line— 
1927 


Southern— 


10, 758,833 9,050,698 482,539 84.1 
1926 12, 596, 943 10,158,227 1,131,958 80.6 
Northwestern Region: 
Chicago & North Western— 
1927 56,947,188 46,298,558 5,579,652 81.3 
1926 58,326,831 47,154,658 6,703,171 80.8 
Chicago, neieireaee & St. Paul— 
1927 61,316,306 52,236,358 3,245,580 85.2 
1926 61,429,925 51,551,505 4,490,644 83.9 
Chicago, St. Paul, Minneapolis & Omaha— 
1927 10,194,632 8,483,441 835,364 83.2 
1926 10,331,489 8,680,202 843,525 84.0 
Great Northern— 
1927 38,030,573 29,795,373 4,716,781 78.3 
1926 37,534,249 29,396,253 4,714,424 78.3 
Minneapolis, St. Paul & Sault Ste. Marie— 
1927 16,942,072 14,117,318 1,182,878 83.3 
1926 17,448,680 14,501,636 1,364,566 83.1 
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Northern Pacific— 
1927 33,685,612 27,860,449 4,192,250 82.7 
1926 35,728,951 28,630,538 5,760,936 80.1 
Oregon-Washington R. R. & Navigation Co.— 
1927 10,398,436 9,072,715 *90,502 87.3 
1926 10,957,374 9,194,231 473,023 83.9 


Central Western Region: 
Atchison, Topeka & Santa Fe— 
1927 80,719,145 58,780,396 15,392,416 72.8 
1926 73,990,245 54,625,886 13,362,535 73.8 
Chicago & Alton— 
1927 11,628,751 9,158,064 1,053,834 78.8 
1926 12,089,379 9,697,144 1,004,914 80.2 
Chicago, Burlington & Quincy— 
1927 59,643,569 43,083,897 10,175,911 72.2 
1926 61,821,129 46,461,199 9,765,241 75.2 


Chicago, Rock —— - Pacific— 
53,536,010 41,863,360 6,323,531 78.2 
ion 48,774,313 40,537,913 3,440,104 83.1 


Denver & Rio- Greate Western— 
192 12,177,782 9,691,865 1,902,723 79.6 
1926 12, 378,106 9,376,826 2,328,724 75.8 


Oregon Short Line— 
1927 12,807,161 9,627,363 1,599,200 75.2 
1926 13,704,408 10,421,688 1,726,809 76.0 
Southern Pacific —_, Lines)— 
1927 82,988,326 61,603,093 13,456,170 74.2 
1926 80, 769, 723 60,489,023 12,694,398 74.9 
Union Pacific— 
1927 38,091,261 27,793,327 6,167,426 73.0 
1926 39,824,274 28,634,758 7,344,582 71.9 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1927 14,444,111 11,553,514 1,541,398 80.0 
1926 10,442,574 9,068,443 354,612 86.8 
Missouri-Kansas-Texas— 
1927 14,417,238 9,631,483 3,846,804 66.8 
1926 13,438,181 8,987,196 3,616,829 66.9 
Missouri-Kansas-Texas of Texas— 
1927 8,861,048 6,781,835 961,972 76.5 
1926 8,029,803 6,237,853 681,760 77.7 
Missouri Pacific— 
1927 50,475,987 41,204,111 5,186,062 81.6 
1926 53,144,017 41,527,486 7,258,994 78.1 
St. Louis-San Francisco— 
1927 34,146,416 24,502,973 8,091,123 71.8 
1926 35,496,316 25,187,523 8,462,452 71.0 
Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 
Texas & New Orleans— 
1927 28,403,961 24,649,076 1,211,879 86.8 
1926 27,652,710 24,171,797 914,467 87.4 
Texas & Pacific— 
1927 15,627,077 12,086,964 2,016,027 77.3 
1926 13,885,617 11,050,490 1,624,105 79.6 


*Deficit. 






CARBON COPIES OF COMPLAINTS 


Editor The Traffic World: 

I have noted in the columns of The Traffic World of July 
9 a letter from F. J. Krantz, traffic manager for Brooks Brothers, 
Inc., with reference to carbon copies of complaints. 

There may be some good reason why the Commission 
adopted the rule that no carbon copies would be accepted, but 
we feel, like Mr. Krantz, that this is placing a burden upon the 
shippers and no doubt will prevent the filing of many just and 
reasonable complaints on account of the expense involved in 
having the testimony and exhibits printed or multigraphed. 

We hope the Commission will find some way to correct this 
situation. 

E. De L. Wood, Traffic Manager, 
Chattanooga Manufacturers’ Association. 
Chattanooga, Tenn., July 12, 1927. 


COORDINATED TERMINAL SERVICES 


Editor The Traffic World: 
I have just read with much interest, in your issue of July 


9, the article by Professor Wilson, entitled “Coordinated Ter- . 


minal Services,” being the fifth of a series of fourteen articles 
on this subject. 

In this paper mention is made of the trucking arrangements 
in effect in connection with the Pennsylvania, Erie, and Lehigh 
Valley railroads between their stations and the premises of ship- 
pers and consignees, but no mention is made of similar service 
which the Delaware, Lackawanna and Western Railroad is in 
position to give in connection with its agents, Railway Motor 
Trucking, Inc. 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


As a matter of information, would advise that we publish 
through New York rates to and from our so-called West Street 
constructive stations (located at the entrance to our ferry sta- 
tions at Barclay Street, Christopher Street and 23d Street, on 
Manhattan Island), and shippers or consignees electing to have 
freight handled through these stations, by making arrangements 
direct with Railway Motor Trucking, Inc., can get shipments 
handled in one through trucking movement between our terminal 
and their premises, an extra charge of course being made by 
the trucking company for the haul to or from the constructive 
station. The general operation of trucking freight through our 
West Street constructive stations is, of course, along lines 
exactly similar to those of the railroads mentioned above. 

This letter is written as, from your publication, the readers 
cannot help but get the idea from Professor Wilson’s article 
that the Delaware, Lackawanna and Western is not in position 
to give the shipping public the same trucking service as other 
roads entering New York City and naturally we are anxious to 
do all we possibly can to keep them advised. 

Nat Duke, 
General Freight Traffic Manager, 
D. L. & W. R. R. Co. 


New York, N. Y., July 13, 1927. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

I am sure that the letter of Mr. Chase, as published on page 
94 of the July 9 issue of The Traffic World, and the last para- 
graph of Mr. Egan’s letter, as shown on page 40 the previous 
week, have struck a responsive cord in the minds of those who 
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ROCHESTER, N. Y.|| NEWARK, N. J. 
STORAGE 
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enjral7 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 


City of Rochester. Located in the Heart of the City of Newark, N. J. 


STORAGE IN TRANSIT 


Private Siding Connection with Central Railroad Co. of N. J. 
SPRINKLER THROUGHOUT 
For rates and arrangements, apply to or write 
F. W. STOKES, Manager 
NEWARK WAREHOUSE CoO., NEWARK, N. J. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., *°x’y'" 


Nt Ti Ce a In the Heart of New York State 
Broad Street Warehouse Corp’n 


700 Broad Street 

Midway between New York and Buffale on icsutiend 

Main New York Central Lines. Also f 

cennections with New Yerk Barge Canal, West erry 
Malone Montreal “ 







Ship ie Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Sen Dinan LooAinesios, Sen Fradetice 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far _— 
For rates, dates of sailings and other information apply 


WILLIAMS STEAMSHIP CO., | Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Aer et Moeetowe “oumeiie use buiiline 


Fa ne ce 





























Utica is the most natural and prac- 
tical point for Warehousing and 
Distribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. 
Ample office space and desk room for manufactur- 
ers’ or shippers’ representatives. 













For complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, UTICA, NV. Y. 
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have given much thought to the present state of affairs in the 
traffic profession. 

I heartily agree with these gentlemen that the only salva- 
tion of traffic, as a profession, lies in the dissemination of edu- 
cation to those engaged in handling traffic affairs, and the proper 
recognition by the commercial world of one who is willing to 
devote his time and efforts in thoroughly mastering the intri- 
cacies and ramifications of his chosen profession. 

It is a sad, but, nevertheless, true state of affairs that many 
men holding lucrative traffic positions today are doing so, not 
because of their traffic ability, but through their ability to keep 
their employers in ignorance of what a properly organized and 
well conducted traffic department should produce. When em- 
ployers of this type find out what a traffic department really 
should do, as compared to the results they are actually securing, 
you may rest assured that those who are now traffic men in 
name only will become as extinct as the dodo. 

Let us, therefore, bend every effort toward properly educat- 
ing the business executives of the country as to the true func- 


tions and activities of a traffic department, so that there may 


be created a demand for trained traffic men. 

And, at the same time, it behooves those now in the traffic 
field, who have an eye to the future, to prepare themselves so 
they may be ready to met the opportunities which will be created 
through a proper program of education of business executives. 
To create a demand for trained traffic men without having a 
supply ready would lead to the substitution of inferior men, 
with the result that the cure would, from the standpoint of the 
elevation of the profession, be worse than the disease. 

Chicago, July 13, 1927. G. A. Rautenberg. 


TRAFFIC EDUCATION 
Editor The Traffic World: 


Considerable attention has been paid -by the writer to the 
various comments in the pages of your publication with ref- 
erence to traffic education. It is also noted that an effort is 
being made in the general asembly of Alabama to enact a law 
governing the traffic profession, the idea being to produce a 
higher type of industrial traffic departmental management. 

The writer has also been reading with a great deal of in- 
terest the report issued by the educational committee at the 
last meeting of the Associated Traffic Clubs held in Memphis, 
Tenn., and it occurs to the writer that this movement bears all 
the earmarks of concentrated effort on the part of interested 
parties to increase the registration list of certain institutes 
and extension universities who make a living producing traffic 
management. If the issues of the state of Alabama and the 
wishes of these organizations are carried out, it is going to be 
of peculiar interest to know what is to become of the “un- 
trained” traffic representatives, many of whom are not familiar 
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with the “law of pleading practice and evidence” with relation 
to rate cases. 

Further, when these so-called trained traffic representatives 
receive the last word in training—how are they to be placed? 
Is it expected that the various concerns throughout the country 
will dispense with the services of traffic men who have been 
handling their affairs in a satisfactory manner for the last 
decade or so? Or will new positions be created for them? The 
idea, of course, in a traffic man is nothing more than to use 
their knowledge to be able to buy and sell the cheapest way, 
and it has been our experience that the highest type of trained 
traffic man usually comes up through the ranks of some railroad 
organization where he gets the practical and not the theoretical 
experience. 

Lastly, the idea occurs to the writer that, should all of 
these traffic men be produced by the educational program now 
proposed, we will have to dispense with the services of a great 
many of our friends who own and operate so-called “traffic 
bureaus,” which subject has been the cause of a great deal of 
discussion during the past year; you know, the so-called “claim 
sharks.” : 

We really believe that the various employers throughout the 
country would not be in accord with paying the new born traffic 
representative a wage anything like the amount of money that 
he would be obliged to expend in order to receive this super- 
training. Why not have the various interested parties in this 
educational program come out in the open and call the pro- 
posed movement by its correct name, so that the interested 
parties of a contrary opinion will know that traffic management 
is to be unionized and formed into a trust? We have enough 
violations at the present time of the Sherman anti-trust law con- 
tending with the various tariff committees who now perpetuate 
their czar-Hke proceedings, much to our disgust. 

We sincerely hope that The Traffic World will devote its 
open forum to educational subjects of greater interest than the 
ones now carried in some of the issues. 

Scott-Mayer Com. Co., 


G. E. Weldon, Traffic Manager. 
Little Rock, Ark., July 7, 1927. 





It will, no doubt, be interesting to others, both practical and 
theoretical, who are giving their efforts toward the elevation of the 
traffic profession, as it is to us, to know that their motive is to 
increase the registration lists of correspondence schools and similar 
institutions. It is, of course, not proposed to displace present com- 
petent practical traffic men with men who have passed certain pre- 
scribed courses. Mr. Weldon, before he criticises so severely the pur- 
poses of those engaged in this work, should read more carefully what 
they say and inform himself as to who they are. In a word, the 
purpose is to convince business men that they need adequate traffic 
departments in charge of competent men and to encourage and help 
traffic men and men who aspire to be traffic men to fit themselves 
in the highest degree possible to fill these positions. It is a movement 
for the help of business generally and the traffic profession specifically. 
—Editor The Traffic World. 





Freight Rates 


Third of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Physiographic Divisions of the United States—Part II 


A strip of highland country, similar to the New England 
province in many respects, parallels the Atlantic coastal plain 
from Pennsylvania to Georgia and Alabama. The eastern sec- 
tion of this region is known as the Piedmont, a rolling upland 
strip bordering the coastal plain along the fall line. The west- 
ern section, higher, more rugged and more mountainous, is the 
Blue Ridge. 

The older Appalachian district resembles New England in 
that both are made up of crystalline rock formations and in 
each section the more rugged and mountainous portions are in 
the west at a distance from the ocean. The Appalachian dis- 
trict differs from New England in that it was not covered in 
past ages by the continental ice sheet, as was New England. 
Consequently, the soil composed of the decay of rock strata 
has not been stripped off by the movement of the glacial ice, 
as in the case of New England. The soil in the Appalachian 
region, especially in the Piedmont, is richer, deeper, and more 
fertile than the soil of New England, and out-cropping ledges 
and boulders, the relics of the stripping and moving of rock 
strata by the ice mass, common in New England, are absent in 
the Appalachian region. Lakes, abundant in New England, are 
uncommon in the Appalachian district. 

The ranges and ridges of the district have no large cties 
and few large towns except those along the fall line margin 
between this district and the coastal plain. At the southern 
extremity of the newer Appalachian district the barrier of the 


Blue Ridge shelves off to a broad upland of the Piedmont. 
Atlanta, Georgia, is located at this point and the city serves as 
the focus for the rail lines running east and west across the 
southern end of the Appalachian region and for the north and 
south lines that traverse the coastal plain. Atlanta has become 
a great city and a railroad center of prime importance partly, 
at least, because of its favorable geographic location. The 
chain of cities from New Jersey to Georgia along the fall line 
are the industrial cities, distributing centers, and often the ports 
of export and import for this district. 


The streams and rivers that cut through the older Appala- 
chian district have rocky courses that are frequently unnavig- 
able until they cut into the softer formation of the coastal 
plain at the fall line. The few towns in the district, with the 
exceptions mentioned along the margin and at the foot of the 
Blue Ridge, are located at falls or rapids where water power, 
translated into electricity, is now being developed for industrial 
purposes. 


Only three rivers cut across the northern and north central 
section of the Blue Ridge where the barrier is narrowest—the 
Roanoke River, the James River and the Potomac River, all 
in Virginia. South of the southern boundary of Virginia the 
ridges widen into several groups of mountains and single moun- 
tain formations, including the Great Smoky Mountains, the 
Unatas, Stone Mountain, Brushy Mountain, and other less fa- 
miliar chains and elevations. 

Railroads and highways are less common in this district 
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Telephone Barclay 8576 
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THE MIDDLESEX TRANSPORTATION CO. 


Also operate DAILY EXPRESS AUTO SERVICE 
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Trenton, Philadelphia 
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TERMINALS 
PHILADELPHIA, PA. TRENTON, N. J. 
Philadelphia Local Express Anchor Warehouse Co. 
1004 Spring Garden Street New York & Olden Ave. 
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NEWARK, N. J. NEW BRUNSWICK, N. J. 
General Storage Warehouse Co. Main Office 
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Mo. Pac. and Con- 
nections Operate 
Thru Package Cars 


Route of Package Cars from Chicago to points on Missouri Pacific Lines 
From Chicago 


To 


Houston 
Houston(G.C.L.Points) Tex. 
Jefferson City 

Kansas City 

Kansas City 


Palestine ................0 Tex. 
Pine Bluff.................. Ark. 
Poplar Blufé.............. Mo. 
Salt Lake City 

San Antonio 


Shreveport 
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3rd morning 
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3rd morning 
3rd morning 
3rd morning 
2nd morning 
6th day 
5th morning 
2nd morning 
4th morning 
3rd morning 


For complete information communicate with any 


freight representative or 


O. G. Parsley 
Assistant Freight Trafic Manager 
MISSOURI PACIFIC RAILROAD CO. 
Railway Exchange Building 
St. Louis, Mo. 
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than in the others described thus far, except along the eastern 
margin of the district and the rail lines and highways focusing 
at Atlanta. The railroads and surfaced roadways follow the 
river bottoms, where the grades are the easiest, in order to 
avoid the rugged upland country. 

Industry is extensive along the marginal cities, but not 
important elsewhere. Local agriculture, lumber, and _ forest 
products, some cotton in the south, and mining are the indus- 
tries producing tonnage for the rail lines and other transporta- 
tion facilities of the district. , 


Newer or Folded Appalachian Region 


Paralleling the older Appalachian district in its northeast- 
erly-southwesterly diagonal course from New York to Alabama 
and Georgia is a territory known to geographers as the newer 
or folded Appalachian region. 

The eastern section is an elongated valley or a series of 
valleys drained by many streams and rivers, including the 
Champlain Lowland, in New York; the Wallkill Valley, or Kit- 
tatinny Valley, in New Jersey; the Lebanon Valley, in Penn- 
sylvania; the Cumberland Valley, in Pennsylvania and Mary- 
land; the Shenandoah Valley, in Virginia; the East Tennessee 
Valley, in the state of the same name; and the Coosa Valley, in 
Georgia and Alabama. 

The valley section is endowed with a rich, fertile soil under- 
lain by limestone sub-strata. It is noted as a source of agri- 
cultural products—fruits, vegetables, berries, and other products 
of a diversified nature, which are absorbed in the near-by cities 
and towns and in the great cities along the fall-line and along 
the Atlantic coast. 

The western section, in contrast with the eastern valley, is 
characterized by ridges and valleys in zigzag pattern from one 
end of the region to another, known to the Indians as the End- 
less Mountains. The ridges are composed of outcropping of 
sandstone and other harder rock formations. In the northern 
central portion of the ridges are found several basins, notably 
the Wyoming Basin and the Pottsville Basin, in Pennsylvania. 
Here are found great deposits of anthracite coal in deep beds 
and the great hard coal mining centers of Pennsylvania. Scran- 
ton, Wilkes-Barre, and Pittston are located in the Wyoming 
Basin and Pottsville in the Pottsville Basin. 

The character of the region accounts for the kind of coal 
mined. The folding of the rock strata, one upon another, has 
tended to force out the gas and water through the terrific 
pressure exerted on the coal beds by the layers of rock. The coal 
is literally buried under rock strata of great depth, which ac- 
counts for the deep mines and for the coal of high carbon con- 
tent, great hardness, and low volatile constituents. 


Further south, particularly in Tennessee, the pressure of the 
harder rock strata on the limestone has compressed this softer 
stone into marble. Important quarries from which this valuable 
building stone is taken are found about Knoxville. 


At the extreme southern end of the folded Appalachian 
region another important coal mining center is found, center- 
ing at Birmingham, Alabama. The pressure of the rock strata 
is not as great here as further north, with the result that the 
mines are less deep and the coal is bituminous or soft. Iron 
ore is also found in great quantities in the southern district 
and limestone is found here, as it is found elsewhere in the 
district. The great iron and steel industry of Birmingham is 
a-direct result of the accessibility of the great deposits of 
bituminous coal, iron ore, and limestone. 


The rivers that drain the ridges and valleys of the newer 
or folded Appalachian district cut across the barriers at gaps 
that have resulted from the rising‘of the mountain masses after 
the streams had started to flow across the country. As the 
mountains rose slowly above surface the streams cut their 
paths through the rocks and eroded great paths which formed 
gaps in the mountains, after the latter had risen to considerable 
heights. Hence it is that we have the apparent paradox of 
rivers such as the Delaware, Lehigh, Schuylkill, Susquehanna, 
Juniata, Potomac and others that flow into the Atlantic and its 
tributaries, rising west of the Appalachian Mountains, while the 
headwaters of the Ohio'and Tennessee and other westward flow- 
ing rivers rise to the east of the mountains. These rivers were 
at one time much broader and deeper than at present and the 
broad gaps cut through the mountains, only parts of which are 
now filled with water, afford splendid routes for the railroads 
and highways that cross the barriers of the mountains north of 
Virginia. 

South of Virginia there are no gateways formed by rivers 
cutting through the rocky barrier. The ridges, however, are 
much lower than in the north, so that the district tends more 
nearly to resemble a broad valley between the older Appalachian 
and the plateau country to the west. 


The Appalachian Plateaus 


A third Appalachian district parallels the older and newer 
Appalachian regions from New York state southwest into Ala- 
bama—the Appalachian plateaus. This region is a high plateau 
with mountain-like formations breaking the flat surface to a 
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greater or less extent in all sections, but particularly in the 
north. The Catskill, Pocono, and Allegheny mountains in New 
York and Pennsylvania are really bold plateaus rather than 
mountains. The Cumberland Plateau, in Maryland, merges to 
the south into a broad, flat upland occasionally ridged with hills 
and mountainous formations into Alabama. 

The formation of the region presents a more formidable 
barrier to commerce and transportation in the north than in 
the south. North of the Cumberland Plateau in Maryland the 
railroads follow the river bottoms or cross the plateau at the 
points of least resistance. The Pennsylvania Railroad climbs 
the grade from the valley to the crest of the plateau of the 
Allegheny from the Horseshoe Bend near Altoona, Pennsylvania, 
while the Delaware, Lackawanna and Western passes over the 
Pocono Plateau between the gap of the Delaware River at Dela- 
ware Water Gap to Scranton, Pennsylvania. Other east and 
west trunk lines seek the paths of least resistance in traversing 
the region. 

In the south the rivers flow through narrow gorges cut in 
the uplands, where there is little room for cities or towns or 
lines of railroad. Pittsburgh is at the confluence of the Alle- 
gheny and Monongahela rivers, where the gorges of the rivers 
are so narrow that a large part of the city clings to the sides 
of the plateau heights that surround the center of the city, and 
railroads have had great difficulty in getting sufficient space 
for terminal trackage. One railroad system was ruined finan- 
cially in an attempt to gain an entrance into this rich steel 
city. Charlestown, West Virginia, in the narrow gorge of the 
Kanawha River, is another important city of the plateau district. 

Elmira, Owega, Binghamton (New York), Altoona, and the 
steel towns and cities of western Pennsylvania are other im- 
portant centers of population in a region of few large cities and 
towns. The rugged nature of the country, the unproductivity 
of the soil, the difficulty of travel have tended to retard the 
development of population. All the cities and towns of any 
considerable consequence are to be found along the valleys that 
afford the best routes for travel and in which the railroads and 
highways are located. 

Bituminous coal is contained in the upper strata of the 
plateau. The deposits are not buried under masses of rock as 
in the folded Appalachian region, with the result that the coal 
is bituminous rather than anthracite, and mining is done by 
means of comparatively level tunnels rather than deep shafts. 
The most important bituminous coal beds are in western Penn- 
sylvania, Ohio, West Virginia, Kentucky, and Tennessee, and 
from these fields huge quantities of coal are shipped by rail 
to the eastern industrial centers and by all-rail and by rail-and- 
lake routes to the industrial cities of the middle west and cen- 
tral northwest. 


Many important railroads traverse the region. The main 
lines of the trunk lines cut across the barriers of the ridges 
and grades of the plateaus and send out branches to tap the 
rich coal fields, and many smaller branch or lateral roads reach 
from the coal fields and other producing districts to the centers 
of industry and to junctions with the trunk lines. 


Trunk line roads include the Pennsylvania, the New York 
Central, the Erie, the Baltimore & Ohio, and the Chesapeake 
& Ohio. Smaller coal roads of great importance are the Dela- 
ware, Lackawanna & Western, the Lehigh Valley, the Central 
Railroad of New Jersey, the Reading, the Western Maryland, the 
Norfolk & Western, and the Virginian. Lateral lines that cross 
the Appalachian plateaus are the Pittsburgh & Lake Erie, the 
Buffalo, Rochester & Pittsburgh; the Bessemer & Lake Erie; 
and the Wheeling & Lake Erie. 


Ather cities of this district are located on the paths of 
travel, at the lake ports, at the confluence of rivers, and on the 
edges of the coal fields. A number of important industrial 
cities and towns are also found near the natural gas fields. 
Akron, Youngstown, and Canton, Ohio, as well as a number of 
other industrial centers in New York, Pennsylvania, Ohio, West 
Virginia, Kentucky, Tennessee, and Alabama are examples of 
centers of population so situated. 


The Interior Lowlands 


The entire central section of the United States, from the 
Appalachian plateau region on the east to the Great Plains and 
Rocky Mountains on the west, and from the Laurentian Plateau 
Province at the Great Lakes to the Gulf of Mexico, is plain or 
plateau country drained by the Mississippi River and its many 
tributaries. ‘The interior lowlands extend between two plateau 
districts, the Appalachian on the east and the Great Plains on 
the west, and occupy most of this tremendous interior. Al- 
though the bounary lines between the interior lowlands and 
the bordering plateau countries are indistinct and vague, the 
differences in physical characteristics are pronounced. 

The soil of the interior lowlands district is underlain by 
stratified formations that lie almost horizontally, with few 
escarpments to break the level surface of the country. The 
whole district, with few exceptions, is flat or gently undulating. 

The lowlands are watered by plentiful rainfall from the 
moisture-laden winds drawn in from the Gulf of Mexico by the 
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cyclonic storms. Most of the district has twenty inches or 
more of rainfall, which is favorable to agriculture. 

This section embraces many of the richest agricultural belts 
in the United States. Wheat, corn, oats, flax, barley, hemp, 
tobacco, fruits, vegetables, and forage crops make it a great 
granary. 

Cattle, hogs, sheep, horses and mules are raised extensively 
in the district. Dairying is an important industry in certain 
sections, but particularly in the northern portion, in Wisconsin 
and Minnesota. 


Minerals constitute valuable additions to the commerce of 
the district. Petroleum, natural gas, lead, zinc, bituminous 
coal, cement, gypsum, glass sand, and clay are found in a 
number of sections in commercially important quantities. 


Manufacturing is highly diversified in the larger industrial 
centers, with the most important industrial centers specializing 
in certain branches of manufacturing. The milling of grain, 
packing of meat products, canning, iron and steel manufacturing, 
glass manufacturing, petroleum . refining, the production of 
automotive vehicles, and other basic industries balance the 
traffic of the territory. 


The population of the interior lowlands is well distributed 
over the whole area. Large centers of population are found on 
the courses of rivers, either at the confluence of several rivers 
or at waterfalls where water power is available, on the shores 
of the lakes, or at points where railroads cross. Chicago, the 
largest city in the region, is, of course, a port on Lake Michigan, 
but it owes its prominence to the fact that it is the gateway 
between the northwest and the east and south. It is a railroad 
crossing point and, like Atlanta, owes its prominence to this 
fact. 


St. Louis, at the junction of the Mississippi and Missouri 
rivers, is a great distributing center for the middle west and 
the southwest. Minneapolis and St. Paul are at the falls of the 
upper Mississippi River. These cities became great milling 
centers because of the accessibility of the grain fields of the 
northwest and the water power at St. Anthony’s Falls of the 
Mississippi. Other important cities are found at the crossings 
of the Ohio, Mississippi, and Missouri rivers. 


Water transportation facilities afforded by the Great Lakes, 
the Mississippi River and its more important tributaries, and 
the Atlantic and Gulf of Mexico port routes have been instru- 
mental in developing the interior lowlands and shaping its rate 
structures. Great volumes of coal, ore, grain, and merchandise 
freight are moved over the Great Lakes, and huge quantities of 
cotton, petroleum, and other products move out of the district 
and supplies and manufactured goods move into it via the rail- 
and-ocean routes through the south Atlantic and Gulf ports. 


The Mississippi River and many of its major tributaries 
are used in commerce to a greater or less extent, and all these 
waterways tend to influence the rates made by the rail carriers 
that face this water competition. 


Ozark Plateaus and Ouachita Mountains 


In southern Missouri, Oklahoma and Arkansas are the Ozark 
plateaus which correspond in physiographic structure to the 
Appalachian plateaus. The country is rugged and the soil 
comparatively poor. Much of it is heavily forested and the 
region is the source of valuable lumber products. The district 
is a plateau cut by several groups of mountains, including the 
Ouachita, the Boston, and the St. Francis mountains. 


Agriculture is relatively undeveloped and the primitive state 
of development in the isolated sections resembles the backward 
social and economic condition of the isolated Blue Ridge sec- 
tions of the Appalachians. Corn is, perhaps, the most impor- 
tant crop grown in quantities in excess of local consumption. 
Cotton and potatoes are also growr. Hogs, sheep and cattle 
are raised, usually in small herds and, for the most part, the 
animals are allowed to run wild on unfenced tracts on the for- 
ested hillsides and valleys. Lead is mined extensively in the 
southwestern corner of Missouri, around Bonne Terre. Coal, 
lead, zinc, carbon, asphalt, petroleum, graphite and novaculite, 
a hard sandstone used in grinding metals, are also mined. 
Diamonds are mined near Murphreesboro, Arkansas. There are 
few important cities in the Ozarks. Joplin and Springfield, 
Missouri; Hot Springs, Arkansas; and Tulsa, and Guthrie, Okla- 
homa, are the most important centers of population. 


Railroads are few and highways scarce. The district is 
one of future possibilities rather than present economic im- 
portance. 


B. & O. STOCK ISSUE 


Testimony on the application of the Baltimore & Ohio for 
authority to issue and sell $63,242,500 of common stock was 
heard by Examiner Boles July 8. Lloyd Church, opposing the 
application, testified that he owned 500 shares of B. & O. stock 
that he bought shortly before the application was filed. George 
M. Shriver, vice-president of the B. & O., gave testimony in sup- 
port of the application. 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions aye gr Sac practical traffic 
problems. We do not desire to the place of traffic man but to 
help him in his work. s i 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ‘ 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Bills of Lading Covering Shipments to Be Transported Beyond 
the Terminus of Rail Line by Trucking Company 

New York.—Question: I am attaching hereto the original 
bill of lading covering a shipment of five cases of artificial silk 
yarn from New York City to the Jones Mfg. Company, X, Mass. 

It is the desire of the shipper to route this merchandise in 
care of a trucking company at Y, Mass., as specified on the 
lower portion of the bill of lading. 

Will you please examine this bill of lading, and advise us 
whether or not this is a “routed” bill of lading, that is, does 
it obligate the carrier to deliver this shipment upon arrival at 
Y, Mass., to the trucking company specified, in consideration 
of the way in which this lading is executed and worded. 

Answer: In our opinion, the bill of lading should show on 
the line following the word “destination” the name of the 
terminus of the rail carrier, i. e., the point at which delivery 
is to be made to the trucking company, and on the line following 
the words “consigned to,” the name of the consignee of the 
shipment, followed by the words “care, X trucking company,” 
assuming that the rail carrier will not issue a through bill of 
lading in connection with the trucking company. 

Delivery to Carrier—What Constitutes—Shipping Order vs. Bill 
of Lading 

Tennessee.—Question: I hand you herewith a _ terminal 
shipping order of the X Terminals, a terminal company serving 
A Railway and B Railway at C. The shipping order carries 
full shipping instructions and is duly signed by the shipper. 

A memorandum bill was duly made for the car and it went 
to destination D. Next morning shipper refused to issue lading, 
saying he did not instruct car to be shipped to D. 

Is the carrier not entitled to its charges? 

Answer: The liability of the carrier as common carrier 
begins with the actual delivery of the goods for transportation, 
and not merely with the formal execution of a receipt or bill 
of lading; the issuance of a bill of lading is not necessary to 
complete delivery and acceptance. The Carmack Amendment 
requiring the carrier to issue a bill of lading for goods shipped 
does not affect the operation of this rule; it is nowhere said 
in such statute that the carrier’s liability will not attach until 
the bill of lading has been issued. Dunnington vs. Louisville 
etc. R. Co. (Ky.), 155 S. W. 750; Meloche vs. Chicago etc. R. 
Co. (Mich.), 74 N. W. 301; R. Co. vs. Edwards (Ky.), 209 S. W. 
519; Blackwell vs. R. Co. (Ore.), 161 Pac. 565; R. Co. vs. 
Compania Hulera de Mondova (Tex.), 204 S. W. 236. 

If the liability of the carrier as common carrier begins with 
the actual delivery of the goods for transportation, which de- 
livery necessarily includes the giving of shipping directions, 
regardless of whether a*bill of lading has been issued, it seems 
to follow that where a shipping order which contains complete 
shipping directions has been executed and delivered to the 
cafrier, and possession of the car has been taken by the car- 
rier, the carrier is entitled to its charges for the transportation 
service performed by it in accordance therewith. ’ 

It is therefore our opinion that the shipping order executed 
by the shipper is a foundation for an action by the carrier 
against the shipper for its charges. 


Damages—Conversion—lInterest 

Texas.—Question: We are faced with the following situa- 
tion. We shipped two cars of merchandise to our order notify 
A at B destination. The shipper’s order bill of lading was at- 
tached to our draft, which went through our banking channels. 

When the two cars arrived at destination, agents of the 
carrier delivered same without the surrender of the original 
bill of lading or bond of indemnity. A few days later, consignee 
A went broke with the two cars of merchandise in his posses- 
sion and without paying the draft in the bank. 

We filed claim with the transportation company for the 
value of the merchandise plus interest. They have paid claim 
“but failed to pay interest, declining interest as they consider 
the shipments are lost shipments. 

Are we entitled to the recovery of interest under the Inter- 
state Commerce decisions, and is the carrier right in classifying 
these shipments under the heading of “Loss or Damage?” 

Answer: In delivering goods to an order notify party with- 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 
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‘When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin: 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
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out requiring a surrender of the original order notify bill of 
lading, the carrier converted the goods. 

The measure of damages for a conversion by the carrier 
of goods intrusted to it for transportation is the value of the 
goods at the time and place of the conversion. Quanah etc. R. 
Co. vs. Campbell (Tex.), 170 S. W. 859; Texas etc. R. Co. vs. 
Crowder (Tex.), 165 S. W. 116. 

Some decisions, however, hold that from this amount freight 
charges are to be deducted, and in a number of decisions interest 
on the value of the goods has been allowed. See Baker vs. 
First National Bank of Lovelady, 260 S. W. 220 (Tex.), in which 
case interest was allowed from the date of conversion; Carter 


vs. International etc. R. Co. (Tex.), 93 S. W. 681; Missouri ete. - 


R. Co. vs. Rines (Tex.), 84 S. W. 1092; Southern Railway Co. 

vs. Consumers Fuel Company (Ky.), 262 S. W. 581; Davis vs. 

Hines, D. G. (Ala.), 85 Sou. 882. 

Reconsignment—Liability of Carrier for Failure to Observe 
Shipper’s Instructions 

District of Columbia.—Question: Please give your opinion 
in the following case and if there are any rulings or decisions 
on similar cases: 

A carload of green corn from Weslaco, Texas, originally 
destined to New York, N. Y., for New York Central delivery 
was diverted to Washington, D. C. Car was on the New York 
Central at Buffalo, N. Y., at 10 a. m. on a certain date. On the 
same date the New York Central received diversion order at 
3:45 p. m. The car was hauled to New York, N. Y., its original 
destination, and delivered to the Pennsylvania Railroad which 
line hauled the car to Washington, D. C. The through rate 
from point of origin-to New York, N. Y., plus the rate from 
New York, N. Y., to Washington, D. C., was assessed and charges 
paid on this basis. The New York Central connects with the 
Pennsylvania at Canandaigua, Rochester, and Newark, all points 
in New York state. Claim was presented for charges in excess 
of through rate from point of origin to destination, calling atten- 
tion to the fact that car should have been caught enroute, 
presumably at Canandaigua, N. Y. Carrier declined claim stat- 
ing that car passed Buffalo, N. Y., at 10 a. m. and as diversion 
order was not received until 3:45 p. m. the same day, that it was 
not possible to divert car until it reached final destination and 
that car did not move via Canandaigua. 

It appears that according to the usual running time of 
freight, if car did not move via Canandaigua, there was ample 
time after 3:45 p. m. to catch the car at Newark, N. Y., which 
is the connection with the Pennsylvania on the direct route to 
New York, N. Y., at which point the car could have been diverted 
and put enroute to Washington, D. C., protecting the through 
rate. 

Does it not appear that the claim mentioned above should 
be reopened and the extra charges over and above the charges 
based on the through rate to Washington refunded by the deliv- 
ering carrier? 

Answer: In several cases the Commission has had to de- 
termine whether, under given circumstances, the carrier’s failure 
to comply with a shipper’s instructions for reconsignment was 
or was not due to negligence on its part, thereby making it 
liable for the resulting damage where the failure to reconsign 
was due to its negligence in the matter. See, in this connection, 
Kern & Sons vs. C. M. & St. P., 40 I. C. C. 615; Central Foundry 
Co. vs. Southern Ry., 42 I. C. C. 333; Ohio Iron and Metal Co. 
vs. Director General, 59 I. C. C. 314; Du Pont de Nemours & 
Co. vs. Director General, 64 I. C. C. 667; Humble Oil & Refining 
Co. vs. N. Y. C. R. R. Co., 93 I. C. C. 331, and American Lumber 
Export Co. vs. A. T. & N., 96 I. C. C. 576. Also Texas State 
Highway Department vs. D. G., 87 I. C. C. 678; Newsome. Feed 
& Grain Co. vs. C. C. C. & St. L. Ry. Co., 104 I. C. C. 269. We 
direct your particular attention to the opinion of the Commission 
cited last above and the opinion in Humble Oil and Refining 
Co. vs. N. Y. C. R. Co., 93 I. C. C. 331. 

It is a question of fact as to whether the instructions were 
given in time to divert the shipment in question before it had 
passed the junction point via which it might have been diverted 
at the through rate. 

If the carrier uses due diligence in acting upon the instruc- 
tions, but the time elapsing between the receipt thereof and the 
movement of the car through the point at which they must be 
executed is too short to permit of their execution, the carrier 
cannot be held liable for the resulting damages. 


Tariff Interpretation—Application of Rule 56 of Tariff Circular 
18-A 


Pennsylvania.—Question: Speiden’s Johnstown-Cumberland 
class tariff publishes through class rates to Nashville, Tenn., 
while the use of a class rate to a river crossing plus a commodity 
rate appearing in Speiden’s Southeastern Commodity Tariff, 
Part 1, gives a rate which is less than the through class rate. 
All tariffs quoted by us are subject to Tariff Rule 56. The ques- 
tion has arisen as to whether or not, in view of the through 
class rate, we may apply the class rate to the river and the 
commodity factor from the river to Nashville. Some carriers 
tell us we may use the combination factors, while one carrier 
insists that the combination factors may not be used until they 
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are published as a through rate. Another question which has 
come up is if the publication of Rule 56 automatically cancels 
I. C. C. Conference Rulings 443 and 220-G which rule that 
through rate is the only lawful rate for through shipments. 

We have heard so many different opinions on the application 
of Rule 56 that we would like to know how it should be inter- 
preted and if the Commission has made any ruling on its appli- 
cation since Rule 56 was amended on June 29, 1926, by the 
addition of paragraph (c) thereto. 

Answer: We can locate no opinion of the Commission 
pg to Rule 56 of Tariff Circular 18-A, as amended June 

4 6. 

However, as we read this rule, it does not confer authority 
upon the carrier to protect the combination of intermediates 
until published as a through rate in accordance with the pro- 
visions of the rule. It will be observed that the amended rule 
provides for application to the Commission for authority to 
award reparation to the basis of the aggregate of intermediates 
in effect on date of shipment. 


Limitation of Actions—Bill of Lading Provisions vs. Tariff 
Provisions 


Colorado.—Question: In the case of Louisiana Western 
Railway Company vs. John B. Gardiner, reported in 71 L. Ed. 454, 
decided by the United States Supreme Court February 21, 1927, 
you will note that the Supreme Court held that where a bill 
of lading was issued by a railroad which contained a restriction 
concerning the institution of suits which conflicted with the 
provisions of the interstate commerce act in that regard, that the 
restriction was void and further held that the provisions in 
respect to the time within which suit must be filed, which are 
contained in the transportation act and in the Cummins amend- 
ment, do not constitute a statute of limitations and, therefore, 
the state statute prevailed. 

It occurred to me that probably there was a conflict between 
the bill of lading which was issued by the carrier and the bill 
of lading which is contained in the Consolidated Classification. 
I am informed that there was no mention made in the record 
of the provisions of the bill of lading as contained in the 
tariffs covering the shipment. The opinion, therefore, of the 
Supreme Court cannot be considered as answering the question 
as to what the law would be in the case where a bill of 
lading is issued which conflicts with the provisions of the 
tariff and also with the provisions of the interstate commerce 
act. 

It would seem to me that if the trial court’s attention 
had been called to the provisions of the bill of lading in the 
tariff, which provisions are not inconsistent with the provisions 
of the Cummins amendment, that the shipper would have been 
entitled to recover regardless of the state statue. 

Answer: We are of the same opinion as you are, namely, 
that had the attention of the court been called to the provisions 
of the bill of lading as published in the Consolidated Classifica- 
tion, which in turn was made a part of the tariff publishing the 
rate by reference thereto, the shipper would have been entitled 
to recovery on the ground that the limitation period provided for 
in the bill of lading published in the classification constituted 
the contract between the parties, and not the bill of lading 
which was ‘executed in so far as the provisions of the latter 
bill of lading were in conflict with the provisions of the bill of 
lading published in the classification. 

In this connection we refer you to the decision of 
Thomas Cannery Co. vs. So. Pac. Co., 189 N. W. 210, decided by 
the Supreme Court of Michigan, July 20, 1922, in which it was 
held that the schedules and tariffs of a carrier on file with the 
Interstate Commerce Commission are part of the contract for 
an interstate shipment, regardless of whether they are incor- 
porated in the bill of lading or not, since otherwise the chief 
object of the interstate commerce act, as manifested by section 
3 (U. S. Comp. St., section 8565), to prevent all discrimination 
between shippers, would be defeated. 

See, also, the decision in Acme-Evans Co. vs. B. & O. (Md.), 
121 Atl. 571, holding that where the rate charged on an inter- 
state shipment of flour corresponded to tariff rates on ship- 
ments subject to time limitation for bringing loss or damage 
suit, omission of such limitation clause from bill of lading did 
not affect liability, as the tariff constitutes the contract, and 
such limitation, being contractual, was not affected by federal 
transportation act, section 206 (f), providing that periods of 
federal control shall not be computed as parts of periods of 
limitation for causes arising prior to federal control. 

The above decisions seem to be in accord with the holdings 
of the Supreme Court in Penn. R. Co. vs. International Coal 
Co., 230 U. S. 184; C. R. I. & P. vs. Cramer, 232 U. S. 490, to the 
effect that a published tariff, so long as it. is in force, has the 


effect of a statute and is binding alike on carrier and shipper. 
Sales—F. O. B. 


Connecticut.—Question: A shipment is sold f. o. b. point 
of origin and original bill of lading is forwarded to consignee. 
Who holds title to the goods, bearing in mind that by special 
(Continued on page 158) 
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Efficient Switching Service Between the Follow 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway 
Illinois Central Railroad Company 

Illinois Traction System 

Minneapolis & St. Louis Railroad Company 


New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 


Pennsylvania Railro 
Peoria Railway Terminal 
Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN 


Inquiries Solicited 





“Exactly the Reports 
We Need” 
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line, is the connecting link used in the 


greater portion of traffic between North- 
ern and Southern lines passing through 
the Peoria gateway. 


Transfers of traffic between these 
many line-haul carriers are made within 
a few hours of the use of the facilities 
of the Peoria and Pekin Union, while a 
much longer period is required for such 
interchange of traffic through some of 
the larger and congested gateways. 
Traffic is handled with sufficient dispatch 
to avoid congestion, thus affording regu- 
lar expeditious service in the movement 
of all through traffic. 


Address E. F. Stock. Traffic Manager 


UNION RAILWAY COMPANY 


Union Station, Peoria, Ill. 


Tr-S-C 
“WATCHING” 
SERVICE 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Company 





























Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D.C. 
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MEN IN TRANSPORTATION 





Railroads existed in the United States for several decades 
before they became subject to federal regulation. For not, so 
long a time the motor vehicle has operated in interstate com- 
merce without such regulation. Unlike their land-bound com- 
petitors, aircraft, in the initial stage of their development as 
carriers of persons and property, find themselves subject to 
federal regulation. Congress, frequently charged with pro- 
crastination, passed the air commerce act of 1926 the year be- 
fore that in which the attention of the nation-——and of the world— 
was centered on a series of successful transoceanic flights by 
American planes. With the air commerce act on the books, the 
government was prepared to take advantage of the interest 


WM. P. MAC CRACKEN, JR. 


created in aviation by the transoceanic flights. Commercial 
aviation and federal regulation of it will progress together. 

The air commerce act is intended primarily to provide for 
the development of commercial aviation under private owner- 
ship and operation of aircraft. Regulation does not yet extend 
to the reasonableness of charges for the service offered by 
aircraft, but it is comprehensive with respect to physical opera- 
tion of aircraft and the conditions surrounding that operation. 
The act provides for supervision and regulation of the use of 
aircraft in commerce, for the collection and dissemination of 
constructive information on subjects having to do with com- 
mercial aeronautics, for development of the art through the 
medium of scientific research, and for extension to air navigation 
of aids comparabie with those that have been accorded marine 
navigation. 

Under the act, the Secretary of Commerce is charged, gen- 
erally, with the encouragement and regulation of the use of air- 
craft in commerce, immediate control being under an Assistant 
Secretary of Aeronautics appointed by the President. William 
P. MacCracken, Jr., Assistant Secretary of Aeronautics, has the 
distinction of being and will go down in the aeronautical history 
of the United States as the first regulator of commercial avia- 
tion. Thirty-eight years old, Mr. MacCracken is a. native of 
Chicago. He is a lawyer by profession, having been graduated 
from the University of Chicago. In the period of the World 
War, he was in the army air service. His interest in aviation 
continued after the war. He was idéntified with the National 
Air Transport Company before he became Assistant Secretary 
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of Aeronautics. He participated in the preparation of the air 
commerce act and served as a member of a special committee 
appointed by Herbert Hoover, Secretary of Commerce, to make 
a world survey of civil aviation. He was one of the governors 
of thé National Aeronautic Association. He has made exten- 
sive studies in the promotion of traffic business for aerial trans- 
port. 

The aeronautics branch proper of the Department of Com- 
merce now has 62 employes. Other employes in other divisions 
of the department, such as the bureau of standards, the coast 
and geodetic survey, and airways division of the bureau of 
lighthouses, assigned to work required under the air commerce 
act, bring the total number of employes to 13. There are three 
main divisions of the aeronautics branch proper—air regulations 
division, airways division, and air information division. 

The recent transoceanic flights have greatly increased the 
work of the aeronautics branch and necessitated, according to 
Mr. MacCracken, the appointment of Clarence M. Young, of 
Des Moines, Ia., as director of that branch. Mr. Young has 
been serving as chief of the air regulations division. Approxi- 
mately 2,100 applications for pilot licenses, 1,600 applications for 
inspection and registration of air craft, and 2,000 applications 
for airplane mechanic licenses are now on file with the branch. 
An increasingly large number of cities are applying for advice 
as to the location and operation of airports. 


Personal Notes 





Warren Kearny has been elected chairman of the New 
Orleans Joint Traffic Bureau. He succeeds Crawford H. Ellis, 
wko resigned after having served for thirteen years. Others 
elected are H. R. Gould, vice-chairman, and Vic Schaffenberg, re- 
elected secretary and treasurer. 

R. R. Tompkins has been appointed division freight and 
passenger agent, Southern Railway, at Columbus, Ga., succeed- 
ing W. H. Griffis, transferred. 

W. S. McFarland, general manager of the Gulf department, 
American Railway Express, died at his home in Atlanta July 5. 

Fred P. Woodruff has been appointed to fill the vacancy on 
the Iowa state commission caused by the resignation of Dwight 
Lewis to become commerce counsel, and Samuel Odell, member 
of the Michigan commission, has been appointed chairman, suc- 
ceeding Sherman T. Handy, resigned. 

The Pennsylvania Railroad has created the position of per- 
ishable traffic agent, and B. F. Livingston has been appointed 
to it. He has been supervisor of service in the office of the 
chief of freight transportation. 

J. Fred Carey has been appointed district freight agent of 
the New Orleans Great Northern at Birmingham, Ala. 

The death, July 2, of John Church, New England agent of 
the B. & A., is announced. 

Melvin A. Myers has been appointed general freight agent 
of the Canton Railroad Company, Baltimore. 

L. R. Wilson has been made acting division freight and 
passenger agent of the Wabash at Moberly, Mo. J. S. Buchanan 
is on leave of absence because of illness. 

The Canadian Pacific announces the appointment of C. E. 
Jefferson, assistant freight traffic manager, western lines, at 
Winnipeg. : 

H. L. Held, formerly traffic manager of the western division 
of the Johns-Manville Company, has been appointed traffic 
manager of the Federal Match Corporation, succeeding E. C. 
Delgado, who resigned to enter the insurance business. The 
— headquarters of the match company have been moved 
rom Philadelphia to Chicago 

Roy W. Clark, who has been assistant to President Donnelly 
of the Northern Pacific, has been made general traffic manager. 

Attorney-Examiner Elmer L. Beach, who has been on the 
Commission’s staff since 1919, assigned to Commissioner Aitchi- 
son, has resigned, effective July 31, to become assistant general 
attorney of the Baltimore & Ohio at Baltimore. Prior to joil- 
ing the Commission’s staff he was a lieutenant in the supply 
corps of the navy. While a lieutenant he was sent to the Virgin 
Islands, when the United States took over the Danish West 
Indies, and while on that duty was, ex officio, government sec 
retary and legal aide on the staff of the governor at St. Thomas. 
Mr. Beach was graduated, in law, from Georgetown University 
in 1915. He is a member of the bar of the District of Columbia 
and the Supreme Court of the United States. In the course 
of his work as an examiner for the Commission he has handled 
a number of important cases, a most recent example being the 
Hell Gate Bridge route case. 

The C. & E. I. announces the opening of an office at Indi- 
anapolis, Ind., with C. W. Thacker, general agent, and R. V. 
Anness, commercial agent. W. L. Burke is appointed general 
agent at Buffalo, succeeding Russell Houston, promoted. R. 
Jones has been appointed general agent at New Orleans, suc 
ceeding F. T. Lonergan, resigned. 
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C. J. Smith is appointed traveling freight agent of the Nor- 
folk & Western at Nashville, Tenn. 

The C. C. C. & St. L. announces that D. W. Jones has been 
appointed general agent at Terre Haute, Ind., succeeeding George 
Byrne, who becomes general agent at Pittsburgh, succeeding 
D. H. Hutchinson, promoted to division freight agent of the 
Peoria & Eastern at Peoria, succeeding Gordon Alexander. 

The New York Central announces the appointment of David 
C. Heffernan, general agent, New Haven, succeeding Albert E. 
Crocker, promoted, and John L. Woodis, general agent, Boston. 
The position of eastbound agent is abolished. Mr. Crocker 
becomes New England agent, succeeding John G. Church, who 
died. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Memphis will hold its fifth annual bar- 
becue at Vance’s Woods July 16. 





The Traffic Club of Kansas City will hold its annual picnic 
at Swope Park August 25. Entertainment will include games 
and contests, a basket dinner and dancing. 





The midsummer outing of the Transportation Club of De- 
catur will be held July 20 and 21 at the South Side Country 
Club. There will be golf, horseshoes, races, and swimming. 
On the second day there will be a dinner dance. 





T. D. Tierny, manager of the marine department, Johnson 
and Higg, was the speaker at the meeting of the Women’s Traffic 
Club of Los Angeles July 6. His subject was “Marine Insurance.” 
There was a round-table discussion of the subject after the 
address. 





The Traffic Club of New York will have its annual summer 
outing July 28. It will be a boat ride and shore dinner at The 
Harbor Inn, Rockaway Park, Long Island. 





The Traffic Club of St. Louis will have its summer outing 
at the Riverview Club July 26. There will be cards, a golf 
tournament, trapshooting, indoor baseball, horseshoes, swim- 
ming, and a dinner in the evening, with dancing afterward. 





The Tri City Traffic Club outing has been changed from 
July 28 to August 3. 





The Milwaukee Traffic Club, as a member of the Associated 
Traffic Clubs of America, is on record in favor of some sort of 
educational program, but President Krasemen has appointed a 
committee to ascertain, by referendum vote, whether the mem- 
bers actually desire such a program. The referendum calls for 
an expression as to whether the member is in favor of an 
educational program and, if such a program is adopted, whether 
the member agrees to attend as many meetings as possible and 
to contribute material assistance. The club will have its annual 
boat trip across Lake Michigan July 16. 





The Jamestown (N. Y.) Traffic Club will hold its annual 
outing and dinner at Hillside Park July 21. 





The Transportation Club of Louisville inspected the new 
plant of the Louisville Hydro-electric Company at Shippingport 
July 14. 





At the luncheon of the Knoxville Traffic Club July 27, in 
the banquet hall of the Y. M. C. A., the speaker will be E. D. 
Stratton, South American agent of the Southern Railway. His 
subject will be: “Possibilities of the Latin American Coun- 
tries.” 





The Traffic Club of Wichita closed its activities for the first 
half of the year with a “chicken spread” at the Green Parrot 
Inn the evening of July 14. There was dancing after dinner. 
There was a club golf tournament at Sims Park the same day. 


QUESTIONS AND ANSWERS 


(Continued from page 152) 


request the shippers have prepaid the freight and have rendered 
separate invoice for such charges to the customer. 

It would be appreciated if you could give us reference to any 
court decision on this matter or inform us where it might be 
located. 

Answer: If the seller, even though the contract calls for 
delivery at the point of shipment, takes the bill of lading in 
his own name and retains the same, this, prima facie at least, 
shows an intention on his part to retain the title and jus 
disponende, so as to preclude the delivery to the carrier from 
being a delivery to the buyer. Dows vs. Milwaukee Nat. Exch. 
Bank, 91 U. 8S. 618; Torcheimer vs. Stewart (Iowa), 22 N. W. 
886; Banner vs. Marsh (Miss.), 48 Am. Dec. 754; Emery vs. 
Irving Nat. Bank, 18 Am. Rep. 299. It would seem to be other- 
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wise, however, if the bill of lading, though taken in the name 
of the seller, is endorsed and sent immediately to the buyer, 
so as to confer on him the full right to demand the goods from 
the carrier, as this manner of shipment can work no incon- 
venience to the buyer and is in substance a shipment to the 
buyer, Petersburg Fire Brick, etc. Co. vs. American Clay 
Machinery Co. (Ohio), 106 N. E. 33; and the taking of the bill 
of lading in the seller will not prevent the delivery to the 
carrier from being a delivery to the buyer where such was the 
manifest intention of the parties, and the transaction was put 
in this form merely to secure the payment of the price. Hamil- 
ton vs. Jos. Schlitz Brewing Co. (Iowa), 105 N. W. 438. If 
the shipment is directly to the buyer, his possession of the 
bill of lading is not necessary to entitle him to receive the 
goods, or to authorize the carrier to make delivery to him, and 
therefore the mere failure to send the bill of lading to the 
buyer will not prevent the delivery to the carrier from being 
considered a delivery to the buyer. Templeton vs. Equitable 
Mfg. Co. (Ark.), 96 S. W. 188. If the place of shipment is the 
place where, under the terms of the contract delivery is to be 
made to the buyer, the fact that on delivery to the carrier the 
seller pays or guarantees the freight will not prevent the 
delivery from constituting a delivery to the buyer. Heert vs. 
Ridenour-Raymond Grocer Co. (Colo.), 108 Pac. 968; Notes 22 
L. R. A. 416; 20 Amer. Cas 1030, 1039; Amer. Cas 1916 A 1049. 
The payment of freight by the seller is, however, evidence to 
show that the seller assumed the duty of delivering at the 
point of destination, and will prevent, if such is the case, the 
delivery to the carrier from being considered a delivery to the 
buyer. MHeert vs.: Ridenour-Raymond Grocer Co. (Colo.), 108 
Pac. 968; A. J. Nemeyer Lbr. Co. vs. Burlington, etc. R. Co. 
(Neb.), 74 N. W. 670; Note: 20 Am. Cas 1039. 

It is our opinion that where goods are sold f. o. b. shipping 
point, freight allowed to destination, title to the goods, not- 
withstanding the allowance of freight charges, in the absence 
of a different intention expressed in the contract of sale, passes 
to the buyer at point of origin, the risk of transportation being 
upon the buyer. 

Tariff Interpretation—Application of Rule 18 of Classification 

Arizona.—Question: Your opinion is desired relative to the 
application of Item 1331-A, Supplement No. 15 to Trans-Con- 
tinental Freight Bureau Tariff 1-X. Should not the rates in this 
item be applicable on a “cabinet N. O. I. B. N. without glass 
containing a radio loud speaker” even though Rule 18 of Con- 
solidated Freight Classification No. 4 applies to the shipment 
as a combination article? The radio loud speaker is the highest 
classed article of the combination taking one and one-half times 
first class, but should not the less carload commodity rate in 
the item referred to above apply? Citations to any cases or 
rulings in this matter will be appreciated. 

Answer: Rule 18 of the Classification reads as follows: 


When not specifically classified, combination articles, such as 
a combination ironing board and step ladder, will be charged at the 
rating for the highest classed article of the combination. 


While we can locate no cases construing this rule, it is 
our opinion that it applies only to ratings in the classification 
and not in connection with commodity rates. It will be observed 
that the following language is used “will be charged at the 
rating for the highest classed article of the combination.” 

Delivery to Carrier—What Constitutes 

Indiana.—Question: A rather unusual situation has been 
referred to us wherein a shipper on May 22, 1927, started to 
load a car of dairy products, which was not completed on that 
day. Consequently no bill of lading was issued but that night 
the car was locked on one side and sealed with the shipper’s 
seal on the other. During the night thieves broke the shipper’s 
seal and entered the car removing merchandise of considerable 
value. The carriers’ police department made an investigation 
of the matter and when claim was presented to the carriers 
they declined on the ground that there was no bill of lading 
issued and therefore they had no liability in the matter. 

Our recollection is that somewhere there has been a decision 
that where a shipper places merchandise in the railway freight 
house, even though a receipt is not given the shipper by the 
carriers, the carrier is liable for any loss or damage to the 
merchandise on account of its being in his possession. 

The loading of this merchandise into the car for shipment 
would be practically the same as the shipper unloading it in 
the carrier’s freight house, but we are unable to locate any 
rulings or decision bearing specifically upon this point. 

Will you kindly advise us with citations just what the 
carrier’s liability in such a situation is? 7 

Answer: In order that the carrier may be charged with 
reference to the custody, care, and transportation of goods, 
it is essential that as bailee it shall have come into possession 
of the goods, which, of course, involves a delivery by the shipper 
and an acceptance by the carrier, and until there has beet 
such delivery and acceptance, by which the possession of the 
goods has been transferred from the shipper to the carrier, 
no liability of the carrier with reference to such goods arises. 
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In the absence of special contract, custom, or usage, it is 
not sufficient that the property is delivered on the carriers’ 
premises or placed in a position from which it might readily 
be taken by the carrier or its agent, but there must be notice 
to it or its agent of the delivery, and intention to place the 
goods in the care and custody of the carrier for transportation. 
Standard Combed Thread Co. vs. Penn. R. Co. (N. J.), 95 Atl. 
1002; Merriam vs. Hartford etc. R. Co. (Conn.), 52 Amer. Dec. 
344; R. Co. vs. Blocker (Okla.), 184 Pac. 584; R. Co. vs. La- 
Toltica etc. (Tex.), 204 S. W. 1016. 

Constructive delivery may be made sufficient by a special 
contract, custom, or usage, and the placing of the goods by the 
shipper in the place at which they are accustomed to be de- 
posited, or at a place specially designated by contract, will be 
sufficient delivery and acceptance to charge the carrier as an 
insurer, although no actual notice is given to the carrier or 
assent shown. However, if custom or usage is relied on, there 
can be no constructive delivery of goods so as to bind the 
carrier for their carriage except at such place, as where by 
constant practice and usage they have received property left 
for transportation. Witzler vs. Collins (Me.), 35 American 
Reports 327. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the agent of the carrier before they are to be transported, the 
carrier does not become liable as carrier until the goods are 
ready for shipment. As otherwise expressed the party bringing 
the goods must first do whatever is essential to enable the 
carrier to commence, or to make needful preparations for the 
service required from it, before it can be made liable or subject 
to responsibility in that tapacity. Delivery cannot be complete 
if anything remains to be done by the shipper before the goods 
can be sent on their way. 


A well-settled general rule is that notwithstanding the 
goods are in the actual custody of the carrier, its liability as 
such does not attach before shipping directions have been 
given, and that its liability is that of a warehouseman only. 
And while it would seem that this principle might be rendered 
inoperative by custom or special contract, the implication that 
the carrier assumes the duty of immediate transportation and 
its responsibility of an insurer, without knowing to what place 
and to whom the goods are to be shipped, must be clear. 

The liability of the carrier as common carrier begins with 
the actual delivery of the goods for transportation, and not 
merely with the formal execution of a receipt or bill of lading; 
the issuance of a bill of lading is not necessary to complete 
delivery and acceptance. 

The above is a statement of the law with respect to what 
constitutes delivery to a carrier. In the instant case the facts 
given, unless there is a custom to the contrary, do not show 
a delivery of the goods to the carrier so as to impose upon 
the carrier liability as a common carrier. While the issuance 
of the bill of lading is not essential to render carrier liable as 
such, there must have been an actual delivery to and acceptance 
by the carrier of the goods for transportation. The facts given 
do not show that there was such a delivery of the goods to 
and acceptance by the carrier. 





Digest of New Complaints 


No. 19414. Sub. No. 3. Caruso, Rinella,. Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Norfolk Southern et al. 

Rates in violation of sections 1 and 3 of the act, on potatoes 
from points on Norfolk Southern to Binghamton and other New 
York points. Asks rates for future and reparation. 

No. 19414. Sub. No. 4. Same vs. Same. 

Same complaint and prayer. 

No. gts Lehigh Portland Cement Co., Allentown, Pa., vs. A. G. S. 
et al. 

Illegal rates on cement from North Birmingham, Ala., to Thibo- 
daux, La. Asks cease and desist order and reparation. 

No. 19753. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. 

Charges in violation of sections 1 and 4 of the act, on lumber 
from Columbia City, Ind., to Boston, Mass. Asks rates for future 
and reparation. 

No. 19754. Thannhauser & Co., San Francisco, Calif., vs. Southern 
Pacific et al. 

Rates and charges in violaton of section 1 of the act, on jute 
bags and crinkled paper bag linings from San Francisco, Calif., 
to Puga, Nayarit, Mexico: Asks reparation. 

No. 19755. Ajax Metal Co. et al., Philadelphia, Pa., vs. B. & O. et al. 

Rates and/or charges in violation of sections 1 and 3 of the act, 
on brass, bronze and copper, e. g. scrap, bars, cakes, pigs, slabs, 
ingots, boring, and residues, such as ashes, skimmings, sweepings 
and washings, from Philadelphia, Pa., Black Rock, N. Y., Port 
Richmond, Pa., New York, N. Y., Buffalo, N. Y., Newark, N. J., 
and other points to points in eastern states. Asks rates for fu- 
ture and reparation. 

No. 19756. The Glidden Co., Cleveland, O., vs. A. C. & Y. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on “‘lacq’’ between all points in the United States. Asks ratings 
for future and reparation. 

No. 19757. George C. Speir & Co., Inc., Atlanta, Ga., vs. Seaboard 
Air Line et al. 
Inapplicable and unreasonable charges on cottonseed shavings 


No. 


No. 


No. 


No. 


No. 


No. 
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from Columbus, Ga., to Hopewell, Va. Asks cease and desist 
order and reparation. 
oe Val Blatz Brewing Co., Milwaukee, Wis., vs. C. M. & 
o- Ses 
Rates in violation of first three sections of the act, on empty 
beverage containers returned, from Sioux City, Ia.. and Sioux 
— S. D., to Milwaukee, Wis. Asks rates for future and rep- 
aration. 
19759. L. E. Holloway and Co., Atlanta, Ga., vs. A. B. & A. et al. 
Charges in violation of sections 1 and 2 of the act, on oranges 
and grape fruit from points in Florida to Atlanta, Ga. Asks rates 
for future and reparation. 


. 19760. Columbia (Miss.) Chamber of Commerce ys. Illinois Central 


et al. 

Rates in violation of first four sections of the act, on various 
commodities to Columbia, Miss. Asks rates to Columbia no higher 
than, and collateral to rates to Hattiesburg, Miss. 


. 19761. Ault and Wiborg Co., of New York, vs. Central of New 


Jersey et al. 

Unreasonable, discriminatory and'prejudicial rates and charges 
on ink from Jersey City and Newark, N. J., to Philadelphia, Pa., 
Chicago, Ill., Baltimore, Md., and Cleveland, O. Asks cease and 
desist order and reparation. 


. 19762. Henry G. Brabston, Birmingham, Ala., vs. L. & N. et al. 


Unreasonable rates and charges on lumber from Brewton, Ala., 
to Cleveland, Va. Asks cease and desist order and reparation, 


. 19763. Buena Packing & Supply Co. et al., Buena, Wash., vs. N. 


P. et al. 

Seeks order requiring Northern Pacific and Washington R. R. 
& Nav. Co..to make trackage connection between their lines at 
Buena, Wash., and either the joint operation of the tracks at 
Buena to or from the warehouses of complainants, or the estab- 
lishment of switching arrangements similar to those in effect at 
other points along lines of defendants. 

19764. Northwestern Fruit Exchange, Wenatchee, Wash., vs. Great 
Northern et al. 

Excessive and unreasonable charges on boxed apples from 

Chelan, Wash., to Columbia, S. C. Asks reparation. 


. 19766. P. M. Allen, receiver, Peshtigo Paper Co., Peshtigo, Wis., 


vs. M. St. P. & S. Ste. M. et al. 

Rates in violation of sections 1, 2, 3, 4 and 13 of the act, on 
pulpwood from points of origin in upper peninsula of Michigan 
to Larch and Hermansville, Mich., final destination, Peshtigo, 
Wis. Asks rates for future and reparation. 


. 19767. L. A. Jones, Inc., Miami, Fla., vs. Atlanta, Birmingham 


& Coast. 

Rates and charges in violation of sections 1 and 6 of the act, 
on numerous carload shipments of automobiles and trucks from 
Detroit, Mich., and Evansville, Ind., to Waycross, Ga., because of 
demurrage assessed. Asks cease and desist order and reparation. 


-. 19768. The Wichita Chamber of Commerce et al., Wichita, Kans., 


vs. Santa Fe et al. 
Unreasonable rates on shelled peanuts from points in Texas to 
Wichita, Kahs. Asks rates for future and reparation. 


- 19769. Armour and Co. (Illinois) et al., Chicago, Ill., vs. A. C. & 


Y. et al. . 

Unreasonable rates on dried, dry-salted, smoked and _ pickled 
cured meats, loose, in straight carloads or mixed carloads, with 
fresh meats and/or other packing house products, from complain- 
ants plants to points in C. F. A. territory. Asks reparation in 
sum of $50,000. 


. 19770. Olean Sand & Gravel Corp., Olean, N. Y., vs. Buffalo & 


Susquehanna et al. 

Rates in violation of first three sections of the act, on gravel 
from Machias, N. Y., to Wellsboro Junction, Pa. Asks rate for 
future and reparation. 


- 19771. Norfolk-Portsmouth Freight Traffic Commission, Norfolk, 


Va., vs. Aberdeen & Rockfish et al. 

Rates and/or charges in violation of sections 1 and 3 of the 
act, on all carload traffic between points on defendants’ line in 
the Carolinas, Georgia, Florida, Alabama and Tennessee and the 
Norfolk-Portsmouth switching district for delivery on other than 
the rails of the line-haul carrier or the Norfolk & Portsmouth 
Belt Line railroad. Asks rates and/or charges for future. 


- 19772. Columbia Sand Co., Inc., Winston-Salem, N. C., vs. Sea- 


board Air Line et al. 
Alleges overcharge on sand from Dixiana, S. C., to Almond, 
N. C. Asks refund. 


. 19773. Rio Grande Oil Co. et al., Los Angeles, Calif., vs. Santa 


Fe et al. 

Unreasonable rates and charges on petroleum oil and products 
from points in Kansas, Oklahoma and Texas to points in Arizona. 
Asks reparation. 


. 19774. Muscle Shoals Traffic Bureau for Harlan-Payne Lumber 


Co., Florence, Ala., vs. Northern Alabama et al. 
Unreasonable rates on lumber from Riverton, Ala., to Corinth, 
Miss. Asks cease and desist order and reparation. 


. 19775. Premier Malt Products Co., Peoria, Ill., vs. Santa Fe et al. 


Rates in violation of sections 1 and 4 of the act, on malt syrup 
from Decatur, Ill., to Dallas, Fort Worth, San Antonio and 
Wichita, Tex. Asks reparation. 

Bg Carnegie Steel Co. et al,, Pittsburgh, Pa:, vs. Pennsylvania 
et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on round cornered square billets and crop ends from South 
Duquesne, Pa., Gary, Ind., and South Chicago, Ill., to points in 
official classification territory. Asks cease and desist order and 
reparation. 


. 19777. United States Cold Storage Co., Kansas City, Mo., vs. 


Santa Fe et al. 

Unreasonable rates on shipments of apples, grapes and pears 
from points in California, Washington and Oregon to Kansas 
City, Mo., stored in transit there, and forwarded to various points, 
because under Rule 40 of Western Trunk Lines’ tariff circular 
No. 18-F, I. C. C. No. A-1487, in October and November, 1924, 
complainant had to pay the excess in amount of the combination 
of local rates from original points of origin to Kansas City and 
from Kansas City to final destinations, over the amount of the 
through rates. Asks reparation. 


. 19778. The Wichita (Kans.) Chamber of Commerce et al. vs. 


Santa Fe et al. 
Unreasonable rates on potatoes from points in Minnesota, the 

Dakotas and Wisconsin to points in Kansas. Asks rates for fu- 

ture and reparation. 

19779. Sinclair Refining Co., New York, N. Y., vs. Santa Fe et al. 
Unreasonable charges on casinghead gasoline (natural gasoline 

or liquefied petroleum gas) from Oklahoma and Kansas points to 

Marcus Hook, Pa., and Wellsville, N. Y. Asks rates for future 

and reparation. 

19780. Cargill Commission Co., Minneapolis, Minn., vs. Director 

General, as agent, Great Northern. 
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“THe PAcKER” is one of the great 

fleet of 60 named Pennsylvania freight 

trains that have set remarkable records 
for regularity and dependability 
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‘The PACKER’ 


a line of ice boxes rolling East 


fe pets your old family refrigerator 
should suddenly become imbued 
with life and begin to circulate around 
your kitchen. 


“Not so good,” you’d say. “Fantas- 
tic.” “Temperamental.” You would 
probably reprove the ice box in firm 
tones and clamp it down to prevent 
further peregrinations. 


Yet here is a whole long line of ice 
boxes moving eastward every day. To- 
gether they comprise “The Packer’—a 
big Pennsylvania freight train that 
moves the “perishables” of the West to 
Eastern Markets. 


i? the cool recesses of this great train 
are succulent green vegetables, ripen- 
ing fruits, and the delicious meats that 
grace a vast number of Eastern tables. 


“The Packer” is both grocery boy and 
butcher boy to the Eastern housewife. 


But unlike these evil institutions, it 
never loiters, never stops on the way to 
sneak a smoke, bandy words, or stone 
cats. It goes right from its starting 
point to its destination, consistently 
bringing in its valuable cargo on time. 


VERY day of the year without 
fail “The Packer’ leaves Chicago 
a few hours before midnight. Between 
its roaring locomotive and its swinging 
cab are cars not only from the Chicago 
territory, but from far Western points 
as well as from the Southwest and 
Northwest. These have reached Chicago 
Terminals via the connecting railroad 
lines west of that point. 


From the “Windy City” this train 
moves via Fort Wayne, Canton and 
Pittsburgh to the Eastern Terminals 
covering a distance varying from 800 
to 900 miles. And all the way it is 
handled by locomotives of the latest 


type, especially adapted to hauling such. 
freight trains. 


Along the Way— 
it Meets the Ice Man 


“The Packer” pauses at Canton, Ohio, and Hunt- 
ington, Pennsylvania, where modern icing stations 
are located. Then it’s “up with the hatches” and 
into the bunkers go dripping chunks of the Arctic 
Circle that insure the freshness of the “perishables” 
all the way into Eastern Terminals. 


And when we say “pause,” we mean pause. We 
don’t mean delay or stay for dinner. It takes just 
one minute per car by actual test to re-ice at these 
up-to-date stations. 


Regularity and dependability of on-time arrival 
is part of “The Packer's’ daily ambition. And this 
ambition has been realized consistently month in 
and month out. In the operation of this train no 
effort is spared to keep it on schedule. 


The exceptional performances turned in by 
“The Packer” are due to the spirit of cooperation 
shown both by the train’s crew and bythe thousands 
of men along the line who unite their efforts to keep 
this important big freight train always on schedule. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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Illegal reconsignment charges on bulk oats from Irene, S. D., 


to Willmar, Minn., reconsigned to Minneapolis. Asks reparation. 
No. 19781. Andrews Bros., Inc., et al., Detroit, Mich., vs. American 
Railway Express Co. et al. 

Unlawful switching charges on fruits and vegetables in re- 
frigerator cars at Detroit and Chicago. Asks relief for future 
and reparation. 

No. 1 — re = Size & Chemical Corporation, Rensselaer, N. Y., 
vs. A. & et al. 

Rate in violation of first three sections of the act, on rosin 
from Brunswick, Ga., and other producing points in the south, 
to Rensselaer, N. Y. Asks rates for future and reparation. e 

No. 19783. Federated Metals Corp., New York City, vs. St. Louis- San 
Francisco et al. 

Unreasonable, prejudicial and discriminatory rates on brass, 
bronze and copper or lead in pigs, slabs or ingots, from St. Louis, 
Mo., to points in Tennessee, Alabama, Georgia, "Florida and the 
Carolinas. Asks rates for future and reparation. 

No. 19784. American Tank Co. et al., Oklahoma City, Okla., vs. A. 
C. & Y. et al. 

Unreasonable rates on iron and steel tank material from points 
in Colorado, Missouri, Nebraska, Illinois, Ohio, Pennsylvania and 
other states to points in Oklahoma and Texas. Asks rates for 
future and reparation. 

No. 19785. Associated Meat Co. et al., 
Fe et al. 

Rates in violation of first three sections of the act, on calves 
from points in Texas, Oklahoma and New Mexico to Los Angeles, 
Calif. Asks rates for future and reparation. 

No. 19786. The Arnold Fruit Co., Inc., et al., 
Cc. B. & Q. et al. 

Refrigeration charges on mixed vegetables in violation of first 
three sections of the act, moving from Colorado points to Florida 
points. Asks relief for future and reparation. 

No. 19787. Muscle Shoals Traffic Bureau for King Stove & Range 
Co., Sheffield, Ala., vs. A. C. L. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on stoves, 
ranges and sad irons from Florence and Sheffield, Ala., to 
Wilmington, N. C. Asks rates for future and reparation. 

No. 19788. New Bedford (Mass.) Board of Commerce vs. A. & W. P. 
et al. 

Rates in violation ‘of sections 1 and 3 of the act, on compressed 
cotton, in bales, any quantity, from New Bedford, Mass., and 


Los Angeles, Calif., vs. Santa 


Jacksonville, Fla., vs. 


other interior New England points to southern mill ‘points. Asks 
rates for future and reparation. 
No. 19789. Peru Plow & Wheel Co., Peru, Ill., vs. C. M. & St. P. et al. 


Rates and charges in violation of sections 1 and 3 of the 
act, on lumber from Stoughton, Wis., to Peru and/or LaSalle, IIl. 
Asks rates for future and reparation. 

No. 19790. Jacksonville Traffic Bureau, Inc., et al., 
vs. Texas & Pacific et al. 

Unreasonable rates on dry kiln outfits from Jacksonville, Fla., 
to points in Arkansas, Louisiana, Missouri, Oklahoma and Texas, 
and to border points in Texas on Mexican boundary. Asks rates 
for future. 

No. 19791. Cummer Mfg. Co. of Texas, Paris, Tex., vs. Santa Fe et al. 

Rates in violation of first four sections of the act, on folding 
fruit and vegetable crates and fruit and vegetable baskets from 
Paris and Mineola, Tex., to Bakersfield and other California 
points. Asks rates for future and reparation. 

No. 19792. J. A. Folger & Co., Kansas City, Mo., vs. Santa Fe et al. 

Unreasonable rates on roasted coffee from Kansas City, Mo., 
to Oklahoma City, Okla. Asks rates for future and reparation. 

No. ro Gulf Red Cedar Co., Richmond, Va., vs. N. C. & St. L. 
et al. 

Unreasonable rates and charges on cedar pencil slats from points 
in Tennessee to points in Virginia, New York and New Jersey. 
Asks reparation. 

No. 19794. Tulsa Traffic Association et al., 
Fe et al. 

Unreasonable rates on k. d. iron and steel tanks and fabricated 
structural steel from Pittsburgh, Pa., and other eastern points, 
Chicago and other points to points in Kansas, Oklahoma and 
Texas. Asks rates for future and reparation. 

No. 19795. The American Zinc Products Co., Greencastle, Ind., vs. 
Chicago & Eastern Illinois et al. 

Rates in violation of sections 1 and 3 of the act on zinc sheets 
from Greencastle, Ind., to Madison, Wis. Asks rates for future 
and reparation. 


EXPORT GRAIN RATES 


The Trafic World Washington Bureau 


The Commission, by division 4, in a report written by Com- 
missioner Meyer, in I. and S. No. 2813, grain and grain products 
from Colorado, Kansas and Nebraska to Gulf ports for export, 
mimeographed, has found not justified proposed increased pro- 
portional rates on the commodities mentioned from Colorado, 
Kansas, and Nebraska points to Wichita, Kan., and Kansas City, 
when destined to Gulf ports for export, for application when 
the movement is beyond Kansas City or Wichita over the routes 
of the Santa Fe, Missouri Pacific, or Rock Island. The rates 
found not justified were intended to keep grain on the rails of 
the carriers mentioned on the outbound movement from Kansas 
City and Wichita. They were intended to checkmate the vary- 
ing outbound proportionals published by the Kansas City South- 
ern, Chicago & Alton, Katy, Frisco, and their connections. The 
Commission said the justification of the lines proposing the 
increased proportionals, that a desire to keep the grain on their 
rails was not sufficient. 


Jacksonville, Fla., 


Tulsa, Okla., vs. Santa 


LITTLE CREEK FREIGHT TERMINAL 


Announcement is made by T. B. Hamilton, vice-president, 
in Chicago, of the Pennsylvania Railroad, that the board of 
directors has authorized the expenditures necessary to complete 
all the construction and other work on its Little Creek freight 
terminal near Norfolk, Va. The project will be pushed forward 
as rapidly as possible and the terminal will be opened and in 
operation in 1928. When finished it will represent an expen- 
diture of approximately $4,000,000. 
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The Little Creek project will provide a new southern ter- 
minal for the car and floats and tugs of the “Cape Charles 
Route.” It will shorten the water haul by 12 miles across the 
mouth of the Chesapeake Bay. The present distance from Cape 
Charles to Port Norfolk, the southern terminal now in use, is 
36 miles. The distance from Cape Charles to Little Creek 
will be 24 miles, a saving of approximately one-third. In addi- 
tion, it will reduce the congestion of vessel traffic in Hampton 
Roads and the Elizabeth River by taking the extensive freight 
ferrying operations entirely out of those waters. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
June 15, was 69.8, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
62.2; refrigerator, 79.1; coal and coke, 74.4; stock, 84.0; flat, 
77.1; tanks and others, 93.4. By districts the percentages for 
all classes of equipment were as follows: Eastern, 61.5; Alle- 
gheny, 77.1; Pocahontas, 56.8; Southern, 67.7; Western, 73.7. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of June 15, showed the 
following: Eastern district, 99.4 as against 98.5 a year ago; 
Allegheny, 101.3 as against 102.6 a year ago; Pocahontas, 75.6 
as against 76.6 a year ago; Southern, 94.9 as against 96.4 a 
year ago; Western, 98.5 as against 97.5 a year ago; all districts, 
97.7 as against 97.7 a year ago; Canadian roads, 98 as against 
96.1 a year ago. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads continues to decline 
while freight traffic increases. 

The latest available official statistics, issued by the Com- 
mission for the four months ended with April, show that for 
that period the passenger revenue of Class I roads amounted 
to $313,887,624, as compared with $329,290,098 for the correspond- 
ing period of 1926, while freight revenue totaled $1,486,535,445 
for the four months ended with April, as compared with $1,456,- 
436,418 for the corresponding period of 1926. 

In other words, passenger revenue fell off $15,402,474, while 
freight revenue increased $30,099,027. 

The number of revenue passengers declined from 286,969,000 
in the four months ended with April, 1926, to 280,478,000, in the 
corresponding period of this year. 

For April, passenger revenue totaled $77,284,285, as against 
$80,573,952 for April, 1926 and revenue passengers carried in 
April totaled 68,544,000, as against 70,684,000 in April, 1926. 

Revenue per passenger-mile averaged 2.992 cents for April 
and 3.028 cents for April, 1926; 3.009 cents for the four months 
ended with April, and 3,051 cents for April, 1926. 

Class I roads, exclusive of switching and terminal com- 
panies, carried 181,312,000 tons of revenue freight in April, as 
against 177,652,000 tons in April, 1926, and 741,864,000 tons in 
the four months ended with April, as against 707,019,000 tons in 
the corresponding period of 1926. 

Revenue tons carried one mile in April totaled 33,516,054,000, 
as against 32,935,393,000 in April, 1926, and 139,354,863,000 in 
the four months ended with April, as against 133,667,481,000 in 
the corresponding periof of 1926. 

Revenue per ton-mile averaged 11.06 mills in April, as 
against 11.21 mills in April, 1926, and 10.67 mills in the four 
months ended with April, as against 10.90 mills in the cor- 
responding period of 1926. 

Revenue per ton per road averaged $2.044 in April, as against 
$2.079 in April, 1926, and $2.004 in the four months ended with 
April, as against $2.060 in the corresponding period of 1926. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
23-30, inclusive, was 274,223, as compared with 281,702 cars in 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 


Box, 127,386; ventilated box, 1,472; auto and furniture, 18,973; 
total box, 147, 831; flat, 5,284; gondola, rr - hopper, 28,172; total 
coal, 81,330; coke, 1,119; Ss. D. stock, 18,1 D. D. stock, 3,755; re- 


frigerator, 15, 461; tank, 376; esdiletatn, "hap 


Canadian roads reported a surplus of 24,500 box, 550 S. D. 
stock, 820 refrigerator and 432 miscellaneous cars. 


RAILROAD FUEL COSTS 


Figures compiled by the National Coal Association giving 
the average cost per net ton of coal, including freight paid, for 
locomotive fuel used by Class I railroads in locomotives in trans- 
portation train service in May show a slight falling off from 
similar averages for the month of April. The totals by districts 
are as follows: Eastern district, $2.71 per net ton; Southern 
district, $2.11; Western district, $2.97; United States, $2.64. In 
April the average cost was: Eastern district, $2.76; Southern 
district, $2.16; Western district, $2.92; United States, $2.66. 
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Vacation Time Is Slipping By 
Plan Your Trip Now 


Select a resort on the 


The Route of the Famous “‘F. F. V.”’ 


_ Mountains, Country, Seashore 


Offering all out-door pastimes 


Golf, Fishing, Bathing 


Through Pullman Cars Between 


Chicago, Cincinnati, Louisville, St. Louis, 
Indianapolis 


and 


New York, Philadelphia, Baltimore, Washington, 
Richmond, Newport News and Norfolk 


With convenient stop-over privilege at all resorts 
Superior Dining Car Service 


Write for resort booklet 


T. H. GURNEY F. E. LANDMEIER GEO. COOMBS 
General Passenger Agent Western Passenger Agent Asst. General Passenger Agent 
Richmond, Va. St. Louis Cincinnati, Ohio 


oO. N. SPAIN * >, Je R. E. PARSONS 
General Eastern Passenger Agent District Passenger Agent 
299 Broadway, New York City Washington, D. C. Louisville, Ky. 


The Chesapeake and Olio Railway Co. 























































NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

Jul 18—Washington, D. C.—Examiner Davis: 
Finance No. 6366—In re application of New York Central Railroad 

Company for authority to acquire control of the Middleport & 

Northeastern Ry. Co. by purchase of capital stock. 


July 18—New York, N. Y.—Examiner McGrath: 
1 — Bag Co., Inc., va.N. ¥. N. H. & H. R. R. et al. 
19586—J. H. R. Products Co. vs. B. & O. R. R. et al. 


Jul ri NT D. C.—Examiner Macomber: 
* Val. Dkt. No. 966, in re Bennettsville and Cheraw Railroad Company. 
mS 18—Argument at Washington, D. C.: 
738—North Dakota Mill & Elevator Assn. et al. vs. Nor. Pac. Ry. 
18773—Manufacturers’ Traffic Bureau for the Compound and Pyrono 
Door Co. vs. B. & O. R. R. et al. 
18844—Aluminum Co. of America vs. A. T. & 8S. F. Ry. et al. 


~~ Angeles, Calif.—Examiner Disque: 
1i—Los Angeles Soap Co. vs. A. T. & 8S. F. Ry. et al. 


Jul ly 18—Washington, D. C.—Examiner Sullivan: 

mance No. 6395—In re application of Wichita Falls & Southern 

Co. for authority to acquire control of the Wichita Falls & 
RO. Ry. Co. and the Wichita Falls, Ranger & Fort Worth 
Railroad Company by purchase of capital stock. 

Finance No. 6224—Application of Clinton & Oklahoma Western R. 
R. for authority to construct an extension of its line from Chey- 
enne, Okla., to Pampa, Tex 

July 19—Washington, D. C.—Examiner Davis: 

* Finance No. 6374—In re joint application of Mountain States Tele- 
phone & Telegraph Co. and the Meridian Independent Telephone 
Company for a certificate that the acquisition by the former com- 
pany of the properties of the latter company will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. 

—_ 19—Bessemer, Mich.—Michigan Commission: 
inance 6193—Joint Application of Mineral Range R. R. and Han- 
cock & Calumet R. R. for authority to abondon that portion of 
the main line of the latter company between Calumet and Kear- 
sarge, Mich. 

Finance 6194—Application of Duluth, South —_ & Atlantic Ry. 
for authority to abandon its Bessemer Branch 


“ 19—New York, N. Y.—Examiner McGrath: 
19630—Hilgartner’ Marble Co. of Baltimore City vs. B. & O. R. R. 
et al 
ony SO hapenenst at Washington, D. C.: 
6i—Mitchell Chamber of Commerce vs. C. M. & St. Ry. et al. 
18621—Wheeler Publishing Co. et al. vs. A. T. & S. F. Ry. et al. 
18911—The Edgerton Manufacturing Co. vs. R. R. R. et al. 
—_ 20—New York, N. Y.—Examiner McGrath: 
O. R. 


A,  * 
United Zinc Smelting Corp. et al. vs. B. & R. et al. 
O. R. 


19684—United Paperboard Co., Inc., vs. B. R. et al, 
i Siemens at Washington, D. C.: 
62—Ohio Farm Bureau Federation et al. vs. A. C. & Y. Ry. et al. 
18645—Parkersburg Rig and Reel . ay B. & O. RB. R. 
18813—Wm. S. Merrell Co. vs. C. B. & Q. R. R. et al. 
18814—Wm. S. Merrell Co. vs. B. & O. R. R. et al. 


July 21—New York—Examiner McGrath: 
17329—American Distilling Co. vs. A. C. & Y. Ry. et al. 
baa ee Commercial Alcohol Co. et al. vs. B. & O. R. R. 
e 


July 21—Harrisburg, Pa.—Public Service Commission of Penna.: 
Finance No. 6259—Application of Johnsonburg R. R. for authority 
to abandon a portion of its line. 


ee Fae ge at Washington, D. C.: 

15—The Jeffrey-Dewitt Insulator Co. vs. B. & O. 
18518—Charleston Traffic Bureau vs. A. & R. R. R. 
18791— West Virginia Rail Co. vs. B. & O. R. R. et al. 
18916—A. P. Silverstein & Son vs. C. & O. Ry. et al. 
18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. et al. 


Jul v3 oo tg ey D. C.—Examiner Hays: 
al. t. No. 980—In re tentative valuation of the property of the 
Kean -Mississippi Terminal Railroad Company. 
Jul 22—Washington, D. C.—Examiner Boles: 
Piuanee No. 6326—In re application of Illinois Terminal Railroad Co. 
for a certificate of public convenience and necessity. 
* Finance No. 6293—In re application of Illinois Terminal Railroad 
Co. for authority to issue securities. 
July 22—Leavenworth, Wash.—Department of Public Works of Wash.: 
Finance No. 6251—A pplication of Great Northern Ry. Co. to con- 
struct and to abandon a line of railroad between Peshastin and 
Winton, Wash. 
July 22—Argument at Washington, D. C.: 
17427_—The American Sugar Refining Co. vs. A. Cc. L. R. R. et al. 


R. et al. 
et st 
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18055—Erie R. R. et al. vs. C. & N. %% a i @- 

18421—-Federated Metals Corp. vs. C. R, J. et al. 

18729—Domestic Milling Co. et al. vs. % EA R. 

Finance No. 5008—Application of Southern Pacific Co. for authority 
to acquire control of the Central California Traction Co. 

Finance No. 5089—Proposed construction by Western Pacific R. R. 


July 22—New York, N. Y.—Examiner McGrath: 
19643—Loose Wiles Biscuit Co. vs. Reading Co. et al. 

July 23—New York, N. Y.—Examiner McGrath: 
19613—Federated "Metals Corp. vs. Sou. Ry. et al. 
19695—Federated Metals Corp. vs. C. R. R. of N. J. et al. 


July 23—Argument at Washington, D. C.: ~ 
18584_—Swan-Finch Oil Corp. et al. vs. B. & O. R. et al. 
18810—Peninsula Produce Exchange vs. Penna. 7 R. 
July 23—New York, N. Y.—Examiner McGrath: 
7 Federated "Metals Corp. vs. Penna. R. R. et al. 
19612—Federated Metals Corp. vs. Penna. R. R. et al. 
~~; 25—Washington, D. C.—Examiner Corbitt: 
aluation No. 996—In re tentative valuation of the property of the 
Chicago & Illinois Western R. R. 


~; 25—Washington, D. C.—Examiner Johnston: 
aluation No. 987—In re tentative valuation of the properties of 
the Monongahela Connecting R. R. Co. and the Eastern R. R. 
July 25—Washington, D. C.—Examiner O'Neill: 
Velsiation No. 991—Tentative valuation of the property of the Rail- 
way Transfer Co. of City of Minneapolis. 
- 25—Argument at Washington, D. C.: 
18724—Summers Fertilizer Co., Inc., vs. Canton R. R. et al. 
18731—Brunswick-Balke-Callender Co. vs. P. M. Ry. et al. 
18872—The Brunswick-Balke-Collender Co. vs. Mich. Cent. R. R. 


et al. 
18732—Andrews Bros. et al. vs. Penna. R. R. et al. 


Jul vy 25—-Washington, D. C.—Examiner Walter: 
al. Dkt. No. 986—In re tentative valuation of the property of the 
Minneapolis Eastern Railway Company. 
July 25—San Francisco, Calif.—Examiner Disque: 
1 Kraft Cheese Co. et al. vs. LL A. & S. L. R. R. et al. 
19471—Crown Willamette Paper Co. vs. C. & O. Ry. et al. 


July 25—Madison, Wis.—Special Examiner Rogers: 
1 The Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
July 25—Washington, D. C.—Examiner Carney: 
1. & S. 2924—Import and coastwise rates on sugar from New Orleans 
to Oklahoma. 
July 26—Argument at Washington, D. C.: 
18428—Galveston Chamber of Commerce et al. vs. A. & S. Ry. et al. 
ery me Chemical Manufacturing Co., Inc., Dallas, Tex., vs. 
& S. Ry. et al. 
July goed Dem ad Ill.—Director Bartel and Examiner Rice: 
’ 17801 (and consolidated cases)—Rules for car-hire settlement. 
oa York, N. Y.—Examiner McGrath: 
3—Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 
~~ 26—San Francisco, Calif.—Examiner Disque: 
399—Golden Eagle Milling Co. et al. vs. D. & R. G. W. R. R. et al. 
July 27—Argument at Washington, D. C.: 
L. & S. 2909—Canned goods, carloads, trom Pacific Coast points to 
Middle Section of U. S. 
July 27—Montgomery, Ala.—Examiners Stiles and Parker and Com- 
missioner Taylor: 
17000—Rate Structure Investigation Part 9—Livestock Southern Ter- 
ritory Rates. 
18487—Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. 
18500—Southeastern Live Stock Assn. vs. A. & R. R. R. et al. 
18559—Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended July 9 totaled 21,730 cars, as compared with 21,268 cars 
(revised) the preceding week, and 25,444 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 275 cars; cabbage, 213 cars; cantaloupes, 2,934 cars; celery, 
79 cars; cherries, 223 cars; cucumbers, 376 cars; eggplant, 21 cars; 
grapefruit, 7 cars; imports, 103 cars; mixed deciduous fruit, 99 cars; 
onions, 200 cars; oranges, 601 cars; peaches, 4,015 cars; pears, 66 cars; 
peppers, 48 cars; grapes, 76 cars; green peas, 177 cars; lemons, 289 
cars; lettuce, 557 cars; miscellaneous melons, 509 cars; mixed citrus 
fruit, 34 cars; mixed vegetables, 418 cars; plums and prunes, 259 cars; 
strawberries, 96 cars; string beans, 79 cars; sweet potatoes, 146 cars; 
tomatoes, 800 cars; watermelons, 3,792 cars; potatoes (1927 crop), 5,311 
cars; potatoes (1926 crop), 30 cars. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





Traffic Service LEWIS 1. RUBEN 


THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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418-430 S. MARKET STREET 
Telephone, State 8635 


WASHINGTON 
MILLS BUILDING 
Phone, Main 3840 
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Uvifversal 
Carloading and Distributing 
Company 





QUESTION 
WHY SHIP VIA UNIVERSAL? 


ANSWER 


Because Universal Carloading & 
Distributing Company Provides: 


|. Real Economy thru reduced rates 


and efficient loading of less than 
carload shipment. 


2. Dependable service by the regu- 
lar forwarding of all Universal 
consolidated cars. 


3. Prompt delivery by the movement 
of these cars in symbol trains. 


4, Reliable operation as the result of 
rates that are accurately figured on 
the cost of the service rendered. 


5. A Foreign Department with repu- 
tableagents throughout the world. 


UNIVERSAL SERVICE MEANS 
UNIVERSAL SATISFACTION 





For Rates or further information apply to our Freight 
Traffic Department in your city, or to the 
FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, Chicago, Ill. 
40 Rector Street, New York City, N. Y. 
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EXPEDITE YOUR TRAFFIC 
Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


POOLE BROS. INC.,CHICAGO, 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - : . : - Goff Junction, Gary, Ind. 
I. H. B. - - - - - East Chicago, Ind. 
B.&0.C.T. - - - - Hammond, Ind. 

Illinois Central . - - Kensington, IIl. 

Pullman R. R. - - - - Kensington, Ill. 

Belt R. R. of Chicago - - through Pullman R. R. 
CRL&P. - . - - through Pullman R. R. 


* NASHVILLE 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE OFF-LINE AGENCIES 
A. Waldbauer, G. 
Room os 79 baad ae Street SOUTH Band OFFICE fe we S. Ay ee 
: 301 North Michigan Street Wm. H. McCloud, G. A., 3-223 General Motors 
F. W. Shappert, Ass’t to the Vice-Pres. Telephone Lineein 5764 Bldg., Detroit, Mich., Telephone Empire 6640 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent Ernest Irber, G. A., 316 Corn Exchange Bldg., 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative ey Sane Pe Cnn Pee 


W. R. Jones, Commercial Agt. 1 ns City, Mow Wicnens Victor 6877 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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Packing and S 





* dustry uses bags in some form—cotton, 
burlap or paper. What are the reasons that 
prompt selection of so universal a container? 


Economy is one factor, frequently a saving of 
50% or more. Bags require less time to fill, close, 
load and unload. Their convenient form and 
ease of handling lower labor costs. 


‘Bags possess other important advantages too, in- 
cluding ready adaptability and strong sales value. 
For the unusual type of article special features of 
protection and construction can be incorporated. 


Waiting to aid you in determining the correct 
package for your product is the nation-wide 
Bemis organization. It represents the largest and 
most experienced bag service in the world. If 
you will send us details our technical staff will 
gladly and promptly apply itself to your indi- 
vidual container problem. Doing this does not 
obligate you in any way. 


BEMIS BRO. BAG Co. 


be Address: General Sales Offices, ST. LOUIS, U.S. A. 


COTTON .~ 


BURLAP x 


THE TRAFFIC WORLD 
SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 





PAPER 























Vol. XL, No. 4 





@ Bag Factories 
= Cotton Mills 
& Bleachery 

@ Paper Mill 
e Sales Offices 





First cost of BAGS is lower 
than that of bulkycontainers. 





Bales of empty BAGS occupy 
much less storage space. 





BAGS are flexible; they 
withstand shocks in trans- 
portation. 





Filled BAGS require less 
warehouse storage space. 





safely in airtight, waterproof 
BAGs. 


PLAIN 


L295 


wo PRINTED OR 
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LAKE LOUISE \X——_1 tt 
——_ ; 1927 Season 


IMPROVED 
SERVICE 


‘Through Train--Chicago 


ST. PAUL, MINNEAPOLIS to VANCOUVER 
Via SOO LINE and CANADIAN PACIFIC RY. 


Effective June 5th, 1927 
June 9th from Vancouver 


VICTORIA GLACIER 


LAKE LOUISE 


MOUNTED POLICE 


‘To avoid delay, shipments for Can- 

m adian destinations must be accompan- 

EDMONTON g ied by shippers’ export declaration 
. made in triplicate. This document 

must be delivered to railroad agent at 

initial point with the shipment and ac- 

company same to Canadian port of 


SAULT SAINTE MARIE 


MgHomiNcE N 

' 4 
wire less y ALWAYS DEPENDABLE Manrnowos 
space. ‘¢ FREIGHT SERVICE 


AGENCIES 
Boston, Mass., 40 Central St. Kansas City, Mo., 788 Rai Ex. Bldg. Portland, Ore., 3rd and Pine Sts. RICAGO | 


MILWAUKEE 


Buffalo, N. Y., 409-410 Iroquois Los Angeles, Cal., 580 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
Bldg. Memphis, Tenn., Porter be St. Paul, Minn., 1112 Merchants 
Chicago, Ill, 707 Standard Trust i i it Wisconsin Ave. Nat'l Bank Bldg. 
Bldg. Minneapolis, Minn., Soo Line Bldg. 5th St. and San Francisco, Cal., 675 Market St. ~ ¥ 
Sy ua Falls, Wis. Marquette Ave. / Sault Ste. Marie, Mich. 
Cineimnati, O., 709 Traction B eenah, Wi inn Wate ee rt 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. . 
uperior ic, N. B Tacoma, Wash., 1118 Pacific Ave. 
ids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th Waukesha, Wis. 
Ind., 480. Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg, 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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A 100-Ton Locomotive 
or a Bale of Cotton 


Routing your cargo via Seattle over the 
direct, short route not only insures a big 
saving of “in transit” time, but the up-to- 
the-minute equipment of the Port of Seattle 
insures greatest dispatch in transfer of 
cargo from ship to car, and effects a mate- 
rial further saving. 


Take advantage of this economy and dis- 
patch by routing your cargo via Port of 
Seattle. 


The Route of 75 Per Cent 
of Silk Shipments Write TRAFFIC DEPARTMENT 
from the Orient for full details 


of SEATTLE 


GATEWAY TO ORIENTAL MARKETS 
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Offers a 
Highly Developed 
Freight Service 

between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 





Super-power Locomotives, Equipped with Auxiliaries 


ment of shipments. Adding 25% to Hauling Power. 
Canadian Pacific Railway............ Pennsylvania........... 
Canadian National Railways ......... via Rouses Point, N. Y. Lehigh Valley.......... via Wilkes-Barre, Pa. 
sey salle a SaaS: ia Mechanicille, N. — R. R. of N. J... .. 
on IR, +3 a's sribb makes ac via ° Se Se: Sa ia Bingham 
Boston & Albany .................. via Albany, N. Y. Lackawanna............ vie Binghamton, N. Y. 
Lehigh Valley .......... via Owego, N. Y. 


And Their Connections 
Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC a 


ONEONTA, N. Y.—Telephone 1 
A. W. A — Freight Agent, 
191 Main 'S 


ee rat. Chase, FA Telephone Hyreicht Agent, 
ATLANTA. GA. Telenkone Walnut 5464 a 9-19 Finance Building, . 
— we sg Fr Commercial Agent, lized 6 South Penn Square 
er tg Bye len EP : PITTSBURGH, PA.—Telephone hg 
ae ee Agen 518-514 Bessemer B 
9-430 Chamber of ig gl =e Coal 
ora N. Y.—Telephone Seneca * 3 ee te soon ts 
Jas. be 


2 Lilicott Square Beildine” "Freight Department, PLATTSBURG, N. Y.—Telephene $98 


part, Dow, Di —— —— Agent, 
CHICAGO, > Ee Telephone Wabash 8994 3 Bridge 8 


General Agent, Freight Dept., 
Aw ebster Building, pene a ts Fanaa Bell 4751 
av a % Coyle, Division 


327 ‘South 
MONTREAL, bate AN sar Uptown 7424 D&H pager near Station 
J Fitzsimons, ral Canadian 


ames Freight Agent, LOUIS, MO.—Telephone Garfield 1651 
106 Seueemend Coane 511 St. Catherine St., West a B. Stewart, General Agent, Freight Department, 
NY Dacha, Cnet pet ee ne nor, henna 1 
e gent, t De ’ 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


w. J, MULIAN, = ae 
ROUTE OF General _—_— imine” — 


THE MONTREAL LIMI Secale Short pedbte be between New York and nercomsireseed 
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SOUTHERN PACIFIC LINES 
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